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Direct Rail, Water and Advantageous location near 
Highway Shipping are America’s greatest rice fields. 
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- Convenient shipping 
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In Detroit, the advantage of direct 
three-way shipping connections com- 
bined with modern general and cold 


storage facilities is offered exclusively 
by Detroit Harbor Terminals, Inc. 


We'd like to tell you more about our : . ° 
terminal service and how it can bring is serving the Rice Industry 


added economy and efficiency to your 


distribution. then route 
Your inquiry will bring full details, h . 
without obligation. your next shipment 
+ via 
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Incorporated 
4461 W. Jefferson Ave. Detroit, Michigan 
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A 
NORTH AMERICAN 
LEASE 


Is Sound Business 


Economy 


One of the country's largest and finest fleets 
of TANK CARS. . . maintained in excep- 
tional condition throughout; sizes and styles 
to fit every requirement 


eo 
LIVE POULTRY CARS (operated by a 


North American subsidiary) designed in 
every detail to provide safe and comfortable 
transportation to feathered “guests” 


THE COMBINATION LIVE POULTRY 
AND REFRIGERATOR CAR—fills a 
enuine need in certain territories; carries 


RIGER ive poultry and dairy products as single 


pee shipment 


POULTRY e 


CARS NORTH AMERICAN REFRIGERATOR 
CARS—soundly engineered, strongly built, 
heavily insulated—and maintained to im- 
part a favorable impression to the consignee 


7. 
THE FRIGICAR—a thoroughly practicable 


mechanical refrigerator car, introducing a 
new chapter into the transportation of per- 
ishable products 
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TRAVEL 


Spectacular, new LOGAN PASS DETOUR 

. now open. This summer, for the first time, 
you may enjoy this fascinating one-day motor 
trip through the sublime interior of Glacier 
Park. Leave the Empire Builder at Glacier, 
motor through the Park, and board another 
day's Empire Builder at Belton, for a beautiful 
journey through northern Rockies and Cascades 
to Pacific Northwest. (Logan Pas; Detour is 
made in ofpoz:ite direction by eastbound 
transcontinental passengers.) 
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FREIGHT 


For dependable freight service, route your 
shipments ‘‘via Great Northern’ between 
St. Paul, Minneapolis, Duluth, Win- 
nipeg, Portland, Seattle, Tacoma, 
Spokane, Klamath Falls, Sacramento, 
Oakland, San Francisco and intermediate 
points. You will have the advantage of fast, 
super-power locomotives, rock-ballast road- 
beds, reduced curves and grades, and a highly 
trained operating personnel to add speed, safety 
aad care to the handling of your shipment. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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RAIL LABOR AND COORDINATOR 


RGANIZED railroad labor seems to have pushed 

things a bit too far in attempting to obtain from 
Coordinator Eastman a reversal of his ruling as to sec- 
tion 7 (b) of Title I, of the emergency railroad transpor- 
tation act, not absolutely protecting employes of the rail- 
roads from dismissals or furloughs after the effective 
date of the act. Mr. Eastman has adhered to his origi- 
nal ruling. The part of the law in question, as has been 
pointed out by the coordinator, contains restrictions on 
reductions in the number of employes in the service of 
a carrier “by reason of any action taken pursuant to 
the authority of this title.’ The restrictions, the coordi- 
hator holds, apply to any action that may be taken by 
the coordinator or the Commission under authority con- 
ferred by the act or to action taken as the result of any- 
thing done by or through the carriers’ regional coordi- 
hating committees. 

A review of the situation leading up to the inclusion 
of this provision in the emergency act supports the rul- 
ing made by the coordinator. Under the Roosevelt co- 
ordinator bill as transmitted to Congress there was no 
provision protecting railroad labor. It was intended that 
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savings be effected in part by dismissing employes. Rail- 
road labor protested and the result was that the Presi- 
dent and congressional leaders agreed that the coordi- 
nator law total number of em- 
ployes to be reduced below the May level, with the ex- 


should not cause the 
ception as to not filling vacancies caused by death, nor- 
mal retirements, or resignations. If it had been intended 
that Congress enact a general prohibition against reduc- 
ing the total number of employes below the May level, 
without reference to the economy program contemplated 
by the proposed legislation, there is no doubt that there 
would have been substantial protest against such a move. 

In the debate in the House on section 7 of the bill, 
as it was enacted into law, Representative Goss, of Con- 
necticut, and Chairman Rayburn, of the House committee 
on interstate and foreign commerce, who had charge of 
the measure, exchanged the following views on the part 
of the law construed by the coordinator as not to forbid 
all dismissals: 

Mr. Goss: Subsection (b) of section 7 says that the number 
of employes in the service of a carrier shall not be reduced by 
reason of the action taken pursuant to the authority of this 
title of the bill. I still contend, if I can read the English language, 
that there is nothing in the operation of this title of the bill 
that will prevent a railroad from laying off its employes other 
than those coming under the authority of this title. I would 
like to get this point straightened out. 

Mr. Rayburn: There is not any question in the world. 

Mr. Goss: Is not that true? 

Mr. Rayburn: Certainly. 

Mr. Goss: So, under this section they are going to be able 
to lay them off anyway. 

The general understanding at the time the legisla- 
tion was under consideration was that the restriction as 
to reduction in the number of employes applied to action 
that might be taken under the provisions of the coordi- 
nator act. It was recognized that, if there was a further 
decrease in the volume of traffic, for instance, train crews 
would be laid off. 


Coordinator Eastman has ruled in favor of the em- 
ployes in construing section 7 (d) of the coordinator act, 
providing for reimbursement of employes for expenses 
and property losses resulting from transfers from one 
point to another, as applying to reorganization of cer- 
tain departments by the Boston and Maine and the Maine 
Central. The voluntary action of these carriers in ef- 
fecting the economies involved and its effect on the em- 
ployes, the coordinator believes, comes within the pur- 


view of the coordinator act. The action of the carriers 
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was not the result of that act but the coordinator believes 
that the language used by Congress is broad enough to 
cover such a situation. He may be right but, if he is, 
railroad managements will be careful in effecting econo- 
mies they will have to pay for by reimbursing employes 
for transfer expenses and property losses. 


INCONSISTENT POLICIES 


OW inconsistent is the policy of the national admin- 

istration in its attempt to restore prosperity may 
be seen by comparing its handling of the railroads with 
the handling of other business. The railroads have been 
put under a coordinator for the purpose of effecting econ- 
omies, either by compelling them to do the things they 
would not do themselves or by helping them to arrive at 
economies that they are willing to put into force. In other 
words, the effort is to make the railroads prosperous. In 
effecting economies everybody realizes that labor must 
suffer in the operation; no important economy could be 
accomplished without reducing the number of employes. 
True, after this became more generally realized, union 
labor succeeded in having a provision inserted in the bill 
providing that the pay-roll of workers should not be re- 
duced below the level of May, 1933, through the opera- 
tion of the new law, but still it is admitted that the rail- 
roads may reduce their forces so long as they do so with- 
out resort to the coordinator law. The whole purpose 
of the effort is, as we have said, to improve the financial 
situation of the railroads. 

But how different the policy with respect to other 
business. Here, unless he is to be rated a “slacker,” the 
business man is expected to reduce the working hours 
of his employes without discharging any of them and to 
observe a minimum rate of pay. He is, thus, called on 
to make a direct financial contribution for the benefit of 
the wage-earner with little hope of getting his money back 
except through the return of general prosperity which the 
plan is expected to bring about. In this case the effort 
is for the benefit of the worker with no regard for the 
employer and the investor. Why the difference in the 
treatment of the railroads and that of other business? 

It may be said in answer that most business men 
‘an at least try to get their money back by advancing 
prices, while the railroads, even if the Commission per- 
mitted them to advance rates, would only lose business 
to other forms of transport whose rates were not ad- 
vanced and might even be lowered. We doubt if the 
framers of the policies in question went thus far in their 
reasoning—if they thought about it at all—but it is the 
only answer that could be made. 


The answer, however, well exposes the idiocy of our 
national transportation policy, just as bad in normal 
times as now but more noticeable now because of the ef- 
forts that are being made to compel prosperity by law 
and hoist business by its bootstraps. If the railroads and 
their competitors were all in the same class as to regu- 
lation and government control no such inconsistency as 
we have pointed out would be necessary. The railroads 
and other forms of transport could be treated just as all 
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business is treated. That the railroads are set apart from 
all other kinds of transportation agencies and from all 
other kinds of business as to the kind and measure of 
government control meted out to them is the only good 
reason for their being now under a coordinator whose 
business it is to make them prosperous, while other kinds 
of business are to be governed by codes with a view to 
making their employes prosperous, for the general good. 
Which policy is right, are both right, or are both wrong? 
This is the day of jig-saw puzzles. 

The request made by Coordinator Eastman of the 
railroads that they increase employment as far as 
possible, news of which was received after the above 
was in type, further complicates the situation. In the 
first place, his action is entirely outside his function as 
coordinator, under the law, and, in the second place, it 
is inconsistent with the purpose of that law, which, as 
we have pointed out, contemplates a restoration of pros- 
perity to the railroads through economies in operation, 
and not, primarily or necessarily, the prosperity of rail- 
road workers. 


“HOOEY” DEPARTMENT 


(From The Chicago Daily News) 


“Operation of the federal barge lines by the Inland Water- 
ways Corporation under Maj.-Gen. T. Q. Ashburn, president, has 
revolutionized the navigation of shallow rivers,” said a state- 
ment today from Clarence B. Douglas, special representative of 
the corporation. ‘Under Gen. Ashburn’s direction it has con- 
verted a $1,000,000 liability into an annual profit for the govern- 
ment. 

“The barge lines operated by the corporation, of which the 
secretary of war is an incorporator by act of congress and in 
which all taxpayers are stockholders, is a heritage of the war 
and is the pioneer agency to restore navigation on the inland 
waterways.” 

Mr. Douglas recounted how, when railroads were congested 
during the war, the secretary of war assembled water carriers 
to move munitions and supplies to the sea. When, after the 
war, railroads were returned to private owners, there was no 
one to whom the barges could be returned, Mr. Douglas ex- 
plained, and for several years they were operated at a loss of 
more than $1,000,000 a year. 

Gen. Ashburn was called in to consider the junking of the 
system or planning its successful operation. 

“It is recognized today,” said Mr. Douglas, “that he has 
built up in a few years the most successful transportation plant 
in the United States. 

“The objective is to set up a freight rate structure under 
which manufacturers can make a profit on their product, and 
which will give the farmer an increased market in industrial 
centers and will cheapen his freight rate. 

“It is expected this year service will be opened from St. 
Louis to Kansas City, where a municipal terminal has been 
built costing $500,000. 


RAILROAD PROGRAM CONSIDERED 


The law committee of the Association of Railway Execu- 
tives at its meeting in Atlantic City last week considered the 
railroad program as submitted to the National Transportation 
Committee last December in the light of enactment by Congress 
of the Roosevelt emergency transportation act. The policies 
heretofore adopted were confirmed. There was discussion of 
changes that might be made necessary by reason of the 
changes brought about by the emergency act but no conclu- 
sions were reached, it was stated. 

The railroad program as submitted to the National Trans- 
portation Committee, for example, called for repeal of the re- 
capture provisions of the interstate commerce act. The 
emergency act repealed those provisions. Changes also were 
made in the rate-making and valuation provisions. It was in 
the light of this situation that the law committee met to dis- 
cuss the policies heretofore approved, it was stated, in order 
that the railroads would be in a position to present their views 
in connection with the study being made by Coordinator East- 
man and the expected recommendations on legislation to be 
made to Congress at its next session. 
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Current Topics in 
Washington 





ae 


The decision of the Commission 
in No. 9987, Michigan Paper Mills 
Traffic Association et al. vs. A. T. & 
S. F., Director-General et al. (else- 
where in this issue), it is suspected, 
will please a good many persons who 
have been under the impression that the Commission, in recent 
years, has been inclined to stray from sound ground in its 
administration of the third section. The Galveston Commercial 
Association case, about which the Supreme Court of the United 
States rendered a five to four decision (see Traffic World June 
3, p. 1079) against the Commission, after two arguments about 
the matter, was one evidence of the supposed straying. 

In the Michigan Paper Mills case the Commission re- 
iterated the view it had often before expressed that where two 
sets of carriers made rates to a common market one set could 
not be held guilty of unjust discrimination or undue prejudice 
because its rates differed from those of the other. In this case 
the carriers having power over the rates from the Michigan 
mills to Chicago chose not to reduce their rates to meet those 
made by another set serving the Fox River group in Wisconsin. 
The latter had chosen to reduce their rates to meet truck and 
other competition. 

Dismissal of the complaint means that neither group is to 
be punished with a third section order on account of what the 
other had done, each group of railroads being independent in 
rate-making, of the other. 


|. C. C. Back on Good 
Ground in |Paper 
Case, Many Believe 





Legislation is an ever present 
help in time of trouble, particularly 
economic trouble. Thirty-six years 
ago a good many Americans were 
convinced that they were or were about to be on their way out 
of the depression that had gripped them for four years because 
Congress had enacted the McKinley protective tariff law. Con- 
ditions really were on the upgrade before that law was on 
the books. Many asserted that we got out of the depression, 
not because of but despite that enactment. 

Now there are a good many who seem to believe they are 
or soon will be on their way out of another depression by 
reason of the national industrial recovery act—‘‘Nira,” it is 
likely to be called. 

A generation ago the basic idea as to the cause of distress 
was that too many goods were coming into the country from 
foreign lands. Now the basic idea seems to be that there 
are too many unfair methods of competition in and among 
American industries. The foreigner and his goods are no longer 
blamed as a major cause. 

Codes of fair competition, supposed to be made by co- 
operation between the President, acting by agents, and indus- 
tries are to be the method. The codes are enforceable in the 
federal courts by fines. 

Making of the codes, in final essence, it is believed, are 
acts of legislation; proposed, in some instances by the indus- 
tries, but in others by the agents of the President in the form 
of “blanket” or ad interim codes. Nominally they are intended 
to last until complete codes can be formulated. There being 
no code for the large retail industries, the President prescribed 
one July 31, effective the next day. 

Congress, in its recent session, though it made new records 
for enacting legislation, never quite equaled that. The law 
itself gives the President power to prescribe codes, on his own 
motion, or on complaint “that abuses inimical to the public 
interest and contrary to the policy” declared in the national 
industrial recovery act, are in existence. The prescription is 
to be made on such notice and hearing as the President may 
deem necessary. 

This power to prescribe codes is in addition to the power, 
also conferred by the act, to approve codes of fair competi- 
tion presented by industries. 

Codes seemed to appeal to business men. They had helped 
make codes under the auspices of the Federal Trade Commis- 
Slon, nearly 100 of them. When “Nira” became law they gath- 
ered in conc!aves to revamp the codes already in existence. 


Legislating Ourselves 
Out of Depressions 
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But grease was put on the track by “wilful minorities’ who 
contended that the men who engaged in code conclaves were 
not truly representative of the industry about to be treated. 
So they presented substitutes. 

In the hot and sticky days of July several long hearings 
were held. Labor intervened. An early announcement by the 
national recovery administration was to the effect that only 
employers could present codes. 

Before the first code, that of the cotton textile industry, 
was put through the hearing mill, the President’s agents showed 
that they and not the industries were to be the real makers of 
the codes, prescribing the hours of labor and of wages. The 
petroleum code was taken out of the hands of the committees 
appointed by factions of that industry and rewritten by Admin- 
istrator Johnson and his aids. After they had made a complete 
code they presented it to the committees of the industry. Prac- 
tices which caused splits in the industry were omitted from the 
Johnson revised code. But the Johnson revised code was com- 
plete on the point of hours and wages. 

Then, if not before, the average of the business men who 
had taken part in code drafting realized that they had not 
really had much hand in the making of the laws that were to 
govern them. 

Seemingly, the agents of the President, for the elimination 
of this depression, were exercising legislative power almost as 
broad as that exercised by Congress in producing the McKinley 
tariff law. 





Laymen compelled to keep their 
noses close to the grindstone even when 
the mercury is walking on stilts often 
wonder how judges and other public 
officers justify, in their own minds, the taking of vacations 
lasting a.month or two. The wonder is particularly widespread 
about judges. 

Application for a writ of mandamus against the Commis- 
sion was made by an Arkansas telephone company in the Su- 
preme Court of the District of Columbia in the last week of 
July. The District of Columbia courts are now in their summer 
recess. It was set down for hearing on Sept. 5, well over a 
month after the time of filing. That, to a layman, it might be 
suggested, seemed as a taking of life very comfortably at the 
expense of litigants, if not at the expense of the public. 

Courts, of course, are not public offices in the ordinary 
sense. They are agencies appointed by the sovereign to decide 
disputes among his subjects so as to prevent private settle- 
ments with fists and clubs, if not with the more modern 
facilities. Judges, however, have their salaries paid out of the 
public treasury. In exchange for that, the government, usually, 
pays none of the fees that are taxed against other litigants. 
To that extent, the public has an interest in the hours of labor 
of judges. 

Perhaps, under the new idea of shortening hours, judges 
are entitled to very long vacations. However, the ordinary 
man, taking note of the fact that a judge open his court at 
about 10 a. m. and closes it soon after 4 in the afternoon, with 
a generous time out for luncheon, is inclined to wonder why 
it would not be a good thing to do something toward clearing 
up the dockets of some courts, other than that of hiring more 
judges. 

The justices of the Supreme Court of the United States 
take long recesses, from June to October, in which period they 
do little that the public knows about. But that court has its 
docket practically up to date when it takes its recess in June. 


Long Vacations for 
Public Officers 





Associations representing a large 
percentage of the tonnage produced 
in what are known as the northern 
and southern fields, in so far as 
lake cargo coal is concerned, have 
agreed on a code of fair competi- 
tion. They have agreed on minimum wages in each of the 
fields as well as hours of work for each. 

Wages and hours of work constitute a large part of the 
economic phase presented in the last two or three Commission 
hearings in that long continued lake cargo coal rate controversy. 

According to a statement issued when the code was sub- 
mitted to Administrator Johnson, the minimum wages agreed 
on will bring a wage increase to 350,000 miners and will add 
more than $60,000,000 a year to their earnings. Wages and 
hours agreed on were put into operation on July 29 and Aug. 1. 

But for the fact that one recently formed northern field 
association is not a party to the code, the agreement on the 
code would suggest the possibility of lessened activity, if not 
of peace, in the lake cargo coal rate controversy. The wage and 
hour parts of the code are understood to narrow the spread in 
the costs of production in the two fields so that the spread in 
railroad rates will not be, it is believed, as much of a factor 
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as hitherto. However, there are so many angles in the long 
standing disagreement that thoughts of lessened hostility, if 
not of peace, may not be well founded. But the idea has long 
prevailed among northern operators that, if the costs of the 
southern mine operators could be brought up by an increase 
in wages or a shortening of hours, or both, the reasons for con- 
tinued appeals to the Commission for relief, by the northern 
operators, would be materially reduced. The fly in the oint- 
ment at present, however, is that one northern association, 
which has threatened to renew the lake cargo coal rate case, 
is not a party to the code. 





Secretary Woodin, of the Treas- 
ury Department, is a musician and 
composer of music. W. W. Durbin, 
of Ohio, sworn in as register of the 
Treasury a few days ago, is a 
magician who stands high among 
the men in that line of amusement. 

With a musician and composer at the head of the line and 
a magician lower down in it, it may be believed, the Treasury 
can be made to perform marvelously. It will be remembered 
that Svengali, who may not have been anything more than a 
mesmerist, was able to make Trilby sing, though she knew 
nothing of music. A magician, to a certain extent, uses what 
to the public looks like some of the methods of a mesmerist, 
so Durbin may qualify as the Svengali in the Treasury line-up. 

While the Republicans were more regular in the election 
of presidents, it was the unwritten law that a colored man 
should be register of the Treasury. Many an old timer re- 
members the copperplate signature of Blanche K. Bruce, a 
colored man, who, before he became register, was a reconstruc- 
tion senator from Mississippi. He was elected in the line of 
succession in which Jefferson Davis had been elected and 
occupied the seat that Davis had used while a senator.—A. E. H. 


GOVERNMENT OWNERSHIP THREAT 


(By Thomas F. Woodlock, in The Wall Street Journal) 


Railroad managers probably needed no warning that a com- 
prehensive series of recommendations would be made in the 
coming winter by the federal coordinator for “railroad legisla- 
tion” at the next session of Congress, but, needed or not, they 
have one. The Wall Street Journal’s Washington bureau stated 
recently that these recommendations would cover “railroad uni- 
fication, reorganizations, credits, the government-railroad rela- 
tionship and the regulation and coordination of other transporta- 
tion agencies.”’ 

The coordinator’s recommendations will in the nature of 
things carry great weight with the Congress, both by reason 
of the office from which they will emanate and of the universally 
recognized knowledge and ability of the incumbent. It is not 
too much to say that at no time in the history of the railroad 
industry in this country has it lain within the power of a single 
man to determine the future of the industry as it will next 
winter. 

Such being the case, it is fruitless to speculate in any detail 
as to the probable ‘form of the legislation that will be proposed 
and enacted. Certain it is, however, that its tendency will not 
be to relax present “controls” but rather to increase them. It is 
also very probable that “regulation and coordination” of other 
forms of transportation will leave those other forms in a state 
of “freedom” a good deal more extensive than that in which the 
railroads will rest. It is hardly conceivable that the highways, 
airways, and waterways will be subjected to anything like the 
degree of restraint that will apply to the rails. In short, the 
best that can be hoped is that some of the more destructive 
forms of competition from these sources will be somewhat 
abated. That any real “equalization of opportunities” as between 
the competitors will be achieved is most unlikely. 

More than a quarter of a century ago the late President 
Wilson said that “regulation” of public service utilities was but a 
half-way house to “public ownership.” Sir William Acworth, 
who knew our railroad history better than did most Americans, 
said that we would, some day, go to the very verge of “gov- 
ernment ownership,” but, at the last moment, would turn back. 
At the close of the war period a sturdy attempt was made (with 
which the present federal coordinator then expressed his sym- 
pathy) to continue the war-time control and operation of the 
roads. That attempt was defeated, probably because people’s 
experience of that control and operation in war time—not, of 
course, a fair test of merit—was unsatisfactory. But much has 
happened since those days. Would a proposal for “public own- 
ership” of railroads be defeated today? 

It is very unlikely that such a proposal, in plain terms, 
will be made next winter. But it is likely that the degree in 
which public “control” of management will be extended over 
the small remaining zone in which management is free to act 
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will be such as to subject that zone to the process described in 
Balzac’s Peau de Chagrin, and the inevitable end of that process 
is “public ownership.” Between “regulation” carried to lengths 
of that sort and “government operation” is but a short step, 
and who could blame railroad owners for being willing, in sheer 
discouragement, to take the step? They would have less to lose 
than anybody. 


Suppose we had gone to perpetual government ownership 
in 1920, does anyone suppose that we would have today the 
kind of service that we have? It has been fashionable in 
“regulative” circles to blame the managers of railroads for 
neglecting possibilities of “research.” The Railway Age (July 
1, 1933) contains some interesting details on this point, which 
causes one to wonder whether governmental operation would 
have bettered performance very much. Would government, for 
example, have made a saving in 1929 of $91,000,000 in fuel as 
compared with 1920 by greater efficiency in its use? Would it 
have saved in 1929, as compared with 1920, $1,212,000,000 in total 
operating costs? Let Apella believe it! 

One interesting subject for speculation, anyhow, is the ques- 
tion how “other forms of transportation” would fare under gov- 
ernment ownership of the rails. About all that is certain now 
is that the Inland Waterways Corporation’s piratical activities 
would probably meet prompt curtailment! How long would 
truck and bus competition be permitted on its present lines? 

Perhaps return of traffic and earnings may yet save us 
from the final catastrophe and we may again turn back at the 
cliff’s edge. 


R. C. C. LIQUIDATING 


The Railroad Credit Corporation, which was set up by the 
railroads to administer funds derived from emergency rates 
granted by the Commission under Ex Parte 103, is now engaged 
in liquidating its affairs and on August 15 will make another 
repayment to the participating carriers. 


The first distribution to the participating carriers was made 
on July 15, 1933, at which time they received four per cent of 
the amounts they had paid into the corporation, or $2,989,771, of 
which amount $1,221,892 was paid in cash and the remaining 
$1,767,879 was credited on the obligations of carriers indebted 
to the fund, according to the corporation. 


“The second distribution to be made on August 15 will 
amount to one per cent of the amounts that the participating 
carriers have paid into the corporation, or $742,403,” it said. 

“This will mean that when the second distribution has been 
made, a total of $3,732,174 will have been repaid to the participat- 
ing carriers. 


“In the fifteen months ended on March 31, 1933, that the 
Marshalling and Distributing Plant administered by the Rail- 
road Credit Corporation was in operation, the participating car- 
riers paid to the corporation not revenues derived from the 
emergency rates amounting to $74,744,279. It was from this 
fund that the corporation made loans to various railroads to 
prevent defaults in fixed interest obligations. 


“As these loans are repaid, the Railroad Credit Corporation 
will make further distribution from time to time to the particl- 
pating carriers.” 


STATE SURCHARGE CASES 

The Commission, by order, not report and order, has set 
aside its orders of May 18, 1933, and discontinued No. 25982, 
surcharges on intrastate traffic within the state of Iowa; No. 
25984, surcharges on intrastate traffic within the state of Nevada; 
No. 25987, surcharges on intrastate traffic within the state of 
Washington; No. 25135, increases in intrastate freight rates and 
charges, part 5, Louisiana; No. 25135, increases in intrastate 
freight rates and charges, part 10, Texas; and No. 25135, in- 
creases in intrastate freight rates and charges, part 12, Utah. 

Reason for the revocation of the orders of May 18, which 
created these cases, and the discontinuance of the proceedings, 
are set forth in a “whereas” in the order, as follows: 


Whereas, In proceedings of similar nature we have _ heretofore 
rendered decisions applying the law to the facts developed of record 
and entered orders accordingly, such orders, where affirmative in 
nature, being effective for a considerable portion of the surcharge 
period, the time now intervening prior to the expiration of the sur- 
charges involved is too short to make it possible for any orders 
which the Commission may enter in these proceedings to become 
effective and rates in compliance therewith published and _ there- 
after maintained for any substantial period of time, probably not for 
a period sufficient to justify the expense of tariff publication. 


The surcharges, by limitations in the tariffs, which are in 
accordance with the Commission’s permission to the carriers 
to continue them, expire at the end of September. 
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TRUCK-COMPETITIVE RICE RATES 


ECOGNIZING truck competition as a factor in rate making 

that railroads are entitled to take into consideration, the 
Commission, on further hearing in No. 21160, Lake Charles Rice 
Milling Co. of Louisiana, Inc., vs. A. T. & S. F. et al., in a report 
written by Commissioner Aitchison, has modified its former find- 
ing, 169 I. C. C. 399, so as to give effect to that recognition. It 
has relieved the railreads of the duty of keeping rough rice rates 
within Texas to Texas ports on as high a level as rates from 
Texas points to Lake Charles, La., where the complainant proc- 
esses rice. 

Relief is based upon the existence of truck competition in 
the transportation of rice from Texas points of production to 
Texas ports and the lack of such competition from Texas pro- 
ducing points to Lake Charles, the hauls to the latter place 
peing longer than a considerable number of hauls to Texas 
ports and not so favorable to truck hauling. 

In the prior report, 169 I. C. C. 399, the Commission found 
undue prejudice against Lake Charles and undue preference of 
the Texas ports and suggested its removal by the establishment 
of rates on rough rice on the basis of 17.5 per cent of the first 
class rates, Which suggestion was followed. Later the Texas 
commission ordered a reduction, which caused this case to be 
further heard on the question of the relationship of the rates 
from Texas points to Lake Charles and the Texas intrastate 
rates to competing Texas rice milling points, the claim being 
made by the complainant that the mills at Texas ports had an 
undue advantage over mills at Lake Charles in obtaining rough 
rice from Texas points of origin. 

The railroads and jnterveners in behalf of the existing rates 
contended, the report said, that the basis of Texas rates to 
Texas ports, lower than the basis of rates to Lake Charles, was 
justified, because, among other things, of truck competition 
between Texas points and the absence of such competition from 
Texas points to Lake Charles. The complainant contended that 
the truck-competitive situation did not justify the difference in 
rate levels. s 

In support of the position taken in this case the Commission 
called attention to the relief it had given to the railroads, on 
account of truck competition, in its Hoch-Smith cotton case, 165 
IC. C. 596, 174 I. C. C. 9 and 181 I. C. C. 474. It granted relief 
in that case upon a showing that truck or barge competition 
existed on traffic moving from and to certain of the points there 
considered, while it did not exist on traffic moving from and to 
certain other points, the relief enabling the railroads to reduce 
their rates where competition did exist while maintaining higher 
rates from and to points where it did not exist. 


PAPER TO CHICAGO 


The Commission, on further hearing, has dismissed No. 
9987, Michigan Paper Mills Traffic Association et al. vs. A. T. 
& S. F., Director General et al., finding that the rates on print- 
ing, book and waxed wrapping paper, in carloads, from points 
in Michigan to destinations in northern Illinois, particularly 
Chicago, and southern Wisconsin, are not unduly prejudicial. In 
the original report, 59 I. C. C. 649, decided December 21, 1920, 
the Commission by division 2, upon complaint of shippers at 
Kalamazoo and other lower Michigan points, found that the 
lates from the Fox River group in Wisconsin to points in 
horthern Illinois and southern Wisconsin were unduly preju- 
dicial to the complainants and unduly preferential to their com- 
betitors in the Fox River group. 

No finding, this report said, was made as to the rates to 
Chicago, because the rates from the two origin groups were 
controlled by separate sets of carriers. However, in complying 
With the findings, the Commission said, the rate from the Fox 
River group to Chicago was increased from 17 to 21.5 cents. 

Subsequently upon petition of the complainants for modifi- 
cation of the Commission’s order which had vacated the original 
order, the Commission in Paper and Paper Articles, 186 I. C. C. 
586, found justified reduced rates between points in Wisconsin, 
upper Michigan, Minnesota and Ontario, on the one hand, and 
Western trunk line points, notably Chicago, and intermediate 
boints in Iowa, Illinois and Missouri, including St. Louis, on the 
other hand. The rates involved in that proceeding had the 
effect of restoring the basis in effect prior to December 3, 1931, 
on account of truck competition. 











According to this report the sole issue in this proceeding 
was whether the rates from the Michigan mills were unduly 
prejudicial as compared with the rates from the Wisconsin mills, 
as found in the original report. The Commission found, as be- 
fore stated, that they were not unduly prejudicial. 

In this report the Commission again pointed out that dif- 
ferent sets of carriers were responsible for the rates from Wis- 
consin mills. It said that except in a purely incidental degree 
and to an almost negligible extent the element of a common 
responsibility for or participation in the rates from both the 
Michigan and Wisconsin mills was lacking and was entirely 
lacking at Chicago, the most important market. It said that 
the carriers serving the Wisconsin mills established the re- 
duced rates in an endeavor to meet truck competition and that 
it had found those rates were justified, while the carriers serv- 
ing the Michigan mills did not see fit to make corresponding 
reductions to meet their truck competition. 

“We have repeatedly recognized,” says this report, “the 
right of each of two groups of carriers to pursue independently 
of the other its own general policy of rate making, and where 
that is done undue prejudice and preference does not result.” 


OHIO COKE RATE 


In view of the revival of the steel industry, according to 
the supplemental report of the Commission in No. 25938, sur- 
charges on intrastate traffic within the state of Ohio, it is 
necessary for the Republic Steel Corporation of Youngstown, O., 
to obtain coke (except petroleum coke), coke breeze, coke dust 
and coke screenings from Massillon and Canton, O., the Re- 
public’s usual source of supply at Youngstown not being in oper- 
ation. The Commission, on petition of the Pennsylvania, has 
modified its prior report in this case requiring the railroads to 
impose surcharges on Ohio intrastate traffic dated June 6, 1933, 
so as to permit the Pennsylvania to reduce the rate on the 
coke and related articles mentioned from $1.51 a net ton plus 
a surcharge of 6 cents to $1 a net ton plus a like surcharge. The 
traffic will be in the nature of an inter-plant movement, the 
Republic owning the ovens at Canton and Massillon from which 
the coke is to be obtained, as well as ovens at Youngstown from 
which it usually obtains its coke. 

Coincidentally with the issuance of the report, the Commis- 
sion put out an order covering the reopening of the proceeding. 





TRUCK-COMPETITIVE COAL RATES 


With a view to enabling the Virginian to recapture coal 
traffic from the trucks, the Commission, in a supplemental report 
in No. 25135, increases in intrastate freight rates and charges, 
part 13, West Virginia, has modified its order of March 27 to 
the extent of excepting from its provisions intrastate rates on 
coal from mines in West Virginia to Princeton, W. Va. In the 
prior report, 191 I. C. C. 351, the Commission required the re- 
moval of unjust discrimination against interstate commerce by 
the application of the surcharge on coal intrastate in West Vir- 
ginia so as to bring them to the interstate level. 


Princeton, according to the Commission’s report is a job- 
bing and distributing point on the Virginian. In support of its 
application for modification enabling it to compete with the 
trucks, the Virginian said that the movement of coal via rail 
decreased from 26,785 tons in 1928 to 10,285 tons in 1933, or 
from 287 carloads in 1928 to 187 carloads in 1933 on the basis 
of 55 tons to the carload, the progressive loss being attributed 
almost entirely to the trucks. It estimated that about 16,500 
tons moved annually by truck which otherwise would move by 
rail. The total cost to the consumer of the coal, the Virginian 
said, had been from 25 cents to $1 a ton less than on coal moved 
by rail. 

Present rates, the Virginian said, ranged from 88 cents to 
$1.20 a ton. It proposed to reduce them from 55 to 70 cents a 
ton, thereby cutting the earnings, now from $22 to $30 a car, 
to from $13.75 to $15.50 a car. The Virginian argued that the 
proposed rates would result in the recapture to it of a large 
percentage of the coal from the trucks although, it said, the 
competition would not be entirely removed. It asserted that the 
proposed rates would return something more than the cost of 
performing the service. This proceeding was reopened by an 
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order issued at the same time the report and order modifying 
the prior report and order were promulgated. 


CANAL FORCES LUMBER RATE CUT 


So that transcontinental railroads may compete with the 
water carriers using the Panama Canal in the carriage of rough 
hardwood lumber from the southwest to California, the Commis- 
sion has modified a finding that has been in effect since 1923, 
thereby permitting the railroads to cut a rate of 80 cents, mini- 
mum 60,000 pounds, to 65 cents, minimum 50,000 pounds, from 
points along the Mississippi River, without corresponding reduc- 
tions in rates on veneers and built-up woods, in a report on No. 
12887, National Veneer & Panel Manufacturers’ Association vs. 
A. & R. et al. At present the rough lumber and the veneers and 
built-up woods take the same rates. The latter, according to 
the report, are not carried by water. 

In the original report, 81 I. C. C. 227, the Commission 
ordered the removal of undue prejudice arising from differences 
in rates on veneers and built-up wood, on one hand, and rates 
on lumber, on the other, by establishing definite relationships 
among the various sorts of veneers and built-up woods com- 
posed of woods of value and a parity in rates on rough lumber 
and veneers and built-up woods not composed of woods of value. 
The finding of undue prejudice as between rough lumber and 
ordinary veneers and built-up woods has been stricken out so 
that the railroads may reduce the rough lumber rates and 
thereby compete with the carriers by water from transcontinental 
group E points in the hardwood sections along the Mississippi. 

The water rate between Gulf ports and California ports, 
the report says, is 45 cents, minimum 30,000 pounds. At pres- 
ent the railroads are getting short hauls to the Gulf ports on 
the rough lumber. They believe that with a 65 cent rate they 
can get the haul all the way. 

The differential adjustment made in the original report 
followed findings made in an earlier case, Rates on Lumber and 
Lumber Products, 52 I. C. C. 598, when, according to the Com- 
mission in this report, it said the competition of water carriers 
operating through the Panama Canal for transcontinental lum- 
ber traffic was not a serious factor. Commissioner Meyer, in 
this report, said that since 1919, in many reports the Commis- 
sion had recognized the growing importance of service through 
the canal as a factor in the making of rail rates. 

The finding now made, the report said, did not preclude sus- 
pension of the tariff publishing the changed rates at the proper 
time for good cause shown. 


COMMISSION REPORTS 


Pine Lumber 


No. 24665, Johnson-Battle Lumber Co. vs. S. A. L. et al. 
By the Commission on reconsideration. Findings in 185 I. C. C. 
595, the original report, that the rate, two carloads, pine lumber, 
Vereen, Fla., to Bessemer, Ala., was unreasonable, affirmed. 
Commissioners Meyer, Brainerd, and Lee wrote separate views 
concurring in part and Chairman Farrell dissented. The ques- 
tion was one of application of the Commission’s tariff publica- 
tion rules. 

Crushed Stone, Etc. 


Fourth Section Applications Nos. 14794 and 14964, stone, 
marble, and granite from and to the south. By division 2. 
Authority granted to parties agents to Curlett’s I. C. C. No. A- 
358, other than the Tennessee Central, in Fourth Section Order 
No. 11315, to establish and maintain the lowest rates on crushed 
stone or marble (terrazzo aggregate) in bulk or in bags, in box 
cars, and crushed granite in bags, carloads, over all routes be- 
tween points in southern territory, on the one hand, and des- 
tinations in trunk line territory (including Buffalo-Pittsburgh 
territory) and New England, on the other, over which they have 
been granted relief from the long-and-short-haul part of section 
4 in Southern Class Rate Investigation, 100 I. C. C. 513, 109 
I. C. C. 300, 113 I. C. C. 200, and 128 I. C. C. 567, that may be 
constructed over any line or route between the same points on 
the basis prescribed or approved for terrazzo aggregate in stone, 
marble and slate from or to southern points, 183 I. C. C. 611, 
without reducing rates at intermediate points, subject to the 
usual aggregate of intermediates limitation and to the further 
limitation that the rates established shall not exceed those 
authorized in the case last cited. Commissioner Tate wrote 
a concurrence. 

Coal 


Fourth Section Application No. 15006, coal to Wisconsin. 
By division 2. Chicago & North Western and the Soo Line 
authorized in Fourth Section Order No. 11316, to establish rates, 
coal, from mines in Illinois, Indiana and western Kentucky to 
Nekoosa, Port Edwards, and South Centralia, Wis., the same 
as contemporaneously in effect over routes in connection with 
the C. M. St. P. & P, but not lower than the rates proposed in 
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the application, and to maintain higher rates at intermediate 
points subject to the usual limitation. 

No. 25295, Blue Diamond Coal Co. et al. vs. L. & N. et al, 
and a sub-number, Stonega Coke & Coal Co. et al. vs. Interstate 
et al. By division 3. Dismissed. Rates, bituminous coal, from 
Mayflower and Benedict, and from mines on the line of the 
Interstate Railroad, all in the Stonega group of Virginia, to 
destinations north and west of the Ohio River, not unduly 
prejudicial. The rates were alleged to be unduly preferential 
of mines in Harlan county, Ky., on the L. & N. 


Sand and Gravel 


Fourth Section Applications Nos. 14506 and 14531, sand and 
related articles in the southwest. By division 2. Applicants 
parties to Leland tariffs, authorized in Fourth Section Order 
No. 11317, to establish and maintain rates over all routes be. 
tween points considered in Sand, Gravel, and Crushed Stone, 
177 I. C. C. 621, as well as from and to points in Louisiana and 
Texas on sand, gravel, and related commodities equal to the 
lowest that may be constructed over any line or route on the 
basis prescribed in that case and on pulverized oyster shell 
screenings rates the same as those on ground limestone and to 
maintain higher rates from, to and between intermediate points, 
provided that the rates at the higher rated intermediate points 
shall not exceed the basis prescribed or approved in the case 
mentioned and also subject to the 33 1/3, 50 and 70 per cent cir. 
cuity limitations. 

Rosin and Turpentine 


No. 24849, Consolidated Naval Stores Co. et al. vs. A. C. L. 
et al. By division 4. Less-than-carload shipments, rosin and 
turpentine, Butlers Landing, Estiffanulga, and McNeil, Fla., to 
Jacksonville, Fla., over an interstate route, found to have been 
misrouted and findings in the original report, 186 I. C. C. 94, 
modified accordingly. Misrouting found to have been caused 
by the Bainbridge & Gulf Navigation Co.; also that the rates 
applicable over the route the shipments should have moved 
were 17 cents on rosin and 28.5 cents on turpentine. Reparation 
awarded. 

Peanuts 


No. 25061, Durant Peanut Co. vs. M.-K.-T. et al. By division 
4. Rates, peanuts, origins in Oklahoma to Durant, Okla., there 
shelled and reshipped to interstate desinations, unreasonable 
and unduly prejudicial to the extent that they exceeded the 
rates that would have been obtained had the same transit reg- 
ulations been in effect at Durant as were contemporaneously 
in effect at Denison, Tex. Reparation awarded. 

Coal 

No. 25514 Campbell Lumber Co. et al. vs. A. T. & S. F. 
et al., and a sub-number, N. Campbell & Son et al. vs. Same. 
By division 2. Dismissed. Rates, coal, producing groups in 
Colorado and New Mexico to destinations in northern Nebraska 
and St. Charles and Herrick, S. D., not unreasonable or unduly 
prejudicial. 

Chrome Liquors 

No. 25651, Lanett Bleachery & Dye Works vs. C. Il & L. 
et al. By division 4. Dismissed. Rate, chrome liquors, New 
Albany, Ind., to Lanett, Ala., found applicable. 

Live Poultry 


No. 24603, California Co-Operative Poultry Co. et al. vs. 
A. & S. et al. By division 5. Rates, live poultry, Utah, Idaho, 
Wyoming, Colorado, New Mexico, Nebraska, Kansas, Oklahoma, 
Texas, Missouri, and Iowa to California, except from Monte 
Vista, Colo., to Los Angeles, Calif., not shown to have been or 
to be unreasonable or unduly prejudicial. Rate from Monte Vista 
unreasonable to the extent it exceeded or may exceed $3.75 
a 100 pounds. New rates to be made effective not later than 
November. 2. Reparation awarded. Commissioner Porter dis- 
sented from the finding that the rates other than from Monte 
Vista were not unreasonable. 

Rock Salt 

No. 25221, Southwest Water Co. vs. A. T. & S. F. et al. By 
division 3. Rate, common rock salt, carloads, Grand Saline, 
Tex., to Gallup, N. M., unreasonable to the extent it may in the 
future exceed 52 cents, minimum 80,000 lbs., subject to the pres- 
ent authorized emergency charges. This finding is to be with- 
out prejudice to any finding that may be made in No. 17000, part 
13, Hoch-Smith salt, now pending. New rate to be effective 
not later than November 3. 

Paving Material 

No. 25306, Crown Rock Co. vs. B. & O. et al. By division 3. 
Dismissed. Rates charged, paving material, billed as bituminous 
rock, Big Clifty, Ky., to Johnstown and New Brighton, Pa. 
Wyandotte, Wayne, Grand Haven, and Saginaw, Mich., and Mil- 
waukee and Menasha, Wis., not unreasonable, 

Potatoes 
No. 25389, Cash Economy Wholesale Grocery Co. et al. VS. 
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A.C. L. et al. By division 3. Dismissed. Rates, potatoes, Hast- 
ings and Elkton, Fla., to McKenzie, Martin, Union City, and 
Lexington, Tenn., not unreasonable or otherwise unlawful. 


Gasoline 


No. 25752, White Eagle Oil Corporation vs. A. T. & S. F. 
et al. By division 4. Rate, gasoline, Augusta, Kan., to Glen- 
aire, Mo., unreasonable to the extent it exceeded 24.5 cents. 
Reparation $241.10 awarded. 


Kansas State Rates 


No. 25983, surcharges on intrastate traffic within the state 
of Kansas. By the Commission. Proceeding discontinued. Intra- 
state rates on class and commodity traffic within Kansas lower 
than the interstate level through refusal by the Kansas au- 
thorities to permit the application of surcharges corresponding 
to those maintained on interstate traffic, not shown to result in 
undue or unreasonable advantage, preference, or prejudice as 
between persons or localities in intrastate commerce, on one 
hand, and interstate commerce, on the other, or any unjust 
discrimination against interstate or foreign commerce. Among 
the rates in question were those prescribed by the Kansas com- 
mission for intrastate business, both railroad and truck, on 
article rated fourth class and higher, which were later made 
applicable on interstate traffic. The Commission said that the 
railroads offered no evidence to show that the revenue losses 
due to the nonapplication of the surcharges intrastate in Kansas 
would be substantial or that the circumstances and conditions 
affecting the intrastate traffic were similar to those prevailing 
with respect to the interstate traffic. 


C. & C. W. BOND-STOCK RATIO 


With Commissioners Porter and McManamy dissenting, the 
Commission, in Finance No. 9982, Charleston & Western Caro- 
lina Railway Co. bonds, has authorized the applicant to procure 
authentication and delivery of $72,000 of first consolidated mort- 
gage series-B 50-year coupon gold bonds in reimbursement for 
capital expenditures in 1932. The applicant did not ask for 
authority to issue the bonds but merely to have them authenti- 
cated and delivered to it. 

The report shows an argument among the commissioners 
on the advisability of what was proposed. The majority, stating 
that the application was not for authority to issue the bonds, 
said there was no question of increasing the funded debt and 
fixed charges, or of creating an additional lien upon the proper- 
ties of the applicant. The object, the report said, was to evi- 
dence, by the bonds, expenditures for capital expenditures, as 
provided in the applicant’s mortgage. There remained, the 
report said, if the authentication was authorized, the question 
whether the proposed issue was reasorably necessary for the 
purposes intended. The Commission said in authorizing authen- 
tication and delivery it was in no way committing itself to 
approving a later application to sell or pledge the bonds. 

Commissioner Porter, who wrote a dissenting view, Commis- 
sioner McManamy contenting himself with noting a dissent, made 
a point about the relationship between stocks and bonds, saying 
the bonds here authorized did not have the attributes that they 
should have to comply with the “compatible with the public 
interest” part of the law. He said the word “bond” carried 
with it an implication to the ordinary man of something pos- 
sessing a reasonable element of security and stability during 
the life of the bond and that the word “stock” denoted a part- 
ownership in the property and represented an equity over and 
above the debts. He pointed out that the ratio of outstanding 
bonds, including those covered by this report, to total capital 
liabilities, would be about 60.9 per cent, a ratio which, he said, 
was entirely too high.. The Iowa farmer, he said, when he tried 
to borrow from a life insurance company, had to show a ratio 
of 50-50 between debt and value of the farm, the value to be 
certified to, by oath, by three persons acquainted with the value 
of the farm. 

“Do not these same insurance companies, large purchasers 
of railroad bonds, expect us to see that the railroad bonds have 
an equity of 50 per cent above the bond?” asked Commissioner 
Porter. “Is not the man in the street entitled to the same mar- 
gin of safety?” 





GOLD LAW ACTION 

The Commission, by a supplemental order in Finance No. 
9960, Baltimore & Ohio Railroad Co. bonds, and a sub-number 
thereunder, Baltimore & Ohio Railroad Co. subsidiaries’ bonds, 
has modified its order of June 6 whereby the Baltimore & Ohio 
and its subsidiaries are authorized to issue refunding and other 
mortgage bonds, so as to permit each of the companies to stamp 
on each bond so authorized a legend to the effect that the ob- 
ligation contained therein is subject to public resolution No. 
10 of the Seventy-third Congress, approved June 5, 1933, relat- 
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ing to obligations purporting to be payable in gold, and to 
discharge thereof upon payment, dollar for dollar, in any coin 
or currency which at the time of payment is legal tender for 
public and private debts. 

The Commission, by division 4, by the second supplemental 
order in Finance No, 9584, Baltimore & Ohio Railroad Co. bonds, 
not a report and order, has authorized that company to stamp 
upon the bonds authorized to be issued by the order in that case 
in such a Way as to show that the bonds are subject to the 
resolution recently adopted by Congress authorizing the pay- 
ment of obligations, purporting to be payable in gold, in any 
coin or currency which at the time of payment is legal tender 
for public and private debts. 


P. Oo. & D. ABANDONMENT 


In Finance No. 9472, Pennsylvania, Ohio & Detroit Rail- 
road Co. et al. abandonment, the Commission, by division 4, has 
authorized the Pennsylvania, Ohio & Detroit to abandon a 
branch line in Hamilton county, O., extending from Blue Ash 
to Montgomery, a distance of 1.35 miles, and the Pennsylvania 
Railroad Co. to abandon the operation of the branch. The pro- 
posed abandonment was opposed by a retail coal firm at Mont- 
gomery. The latter is a village a few miles north of Cincinnati, 
O. The applicants claimed that due to the close proximity of 
other railroads and the availability of good highways through- 
out the territory served, Montgomery was no longer dependent 
upon the branch as a means of transportation. 





ST. L. B. & Mc. ABANDONMENT 


The Commission, by division 4, in Finance No. 9615, St. 
Louis, Brownsville & Mexico Railway Co. abandonment, has 
authorized the applicant to abandon a branch in Matagorda 
county, Tex., extending from Buckeye to Collegeport, a distance 
of 16.9 miles. The Commission said the applicant had shown 
that the branch had been operated at an annual deficit averag- 
ing $32,411 from 1927 to 1931. Trucks, the report said, had 
taken a large part of the cotton produced in the territory and 
rice, the tonnage remaining to the branch line, has not been 
able to support it. 





LOANS TO RAILROADS 


The Pennsylvania Railroad Co. has paid off its indebtedness 
to the Reconstruction Finance Corporation, which totaled $28,- 
900,000, of which $27,500,000 was borrowed to continue the com- 
pany’s electrification project between New York and Washing- 
ton and $1,400,000 to build freight cars to provide employment. 
Both loans were in the nature of ‘work’ loans. 

In Finance No. 9975, in which the Chicago, Milwaukee, St. 
Paul & Pacific Railway Co. asked for a loan of $9,000,000, the 
Commission has entered an order dismissing the application as 
the applicant advised it wished to withdraw it because its 
earnings had increased to such an extent it would not need to 
borrow the money. 

In Finance No. 10095, the Western Pacific Railroad Co. 
has applied for a loan from the R. F. C. of $1,000,000 to aid it 
in taking care of semi-annual interest on its 5 per cent gold 
bonds. As security it offers to repledge the securities already 
pledged on its loan of March 1 and to repledge the securities 
pledged on a prior loan known as its instalment loan. 

An application of the Hillsboro & North-Eastern Railway 
Co. for a loan of $15,000 to purchase equipment has been de- 
nied by the Commission, division 4, in Finance No. 9991. 

In Finance No. 9310, the Commission, by division 4, has 
approved use of part of a loan of $41,300 to the Birmingham & 
Southeastern Railroad Co. for purposes other than originally 
specified. 

The Commission, in Finance No. 9641, Chesapeake Beach 
Railway Co. reconstruction loan, has denied the petition of the 
Claiborne-Annapolis Ferry Co. for reconsideration and rehearing 
on the report and certificate of the Commission, division 4, dated 
Feb. 18, 1933, in this case. The loan in question has been re- 
fused by the R. F. C. 


UNCONTESTED FINANCE CASES 


Report, certificate and order in F. D. Nos. 9899, 9900, 9901, 9126 
and 9451, (1) authorizing (a) the acquisition by the New Orleans 
Great Northern Railway Company of the properties formerly owned 
by the New Orleans Great Northern Railroad Company in Hinds, 
Copiah, Lawrence, Marion, and Walthall Counties, Miss., and Wash- 
ington and St. Tammany Parishes, La., and the terminal properties 
of the Gulf, Mobile & Northern Railroad Company of Louisiana, at 
New Orleans, Orleans Parish, La., and (b) the New Orleans Great 
Northern Railway Company to issue not exceeding $5,367,000 of first- 
mortgage 5 per cent 50-year bonds, series A, $4,124,000 of 5 per cent 
income debentures and $824,800 of common stock (F. D. No. 9899), con- 
dition prescribed (before the applicant shall issue any income deben- 
tures it shall file with us a verified copy of the indenture in the 
form in which executed, which shall have incorporated as part of 
Article Three thereof section 9 substantially in the form as follows: 
Anything in this article or in this instrument to the contrary not- 
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withstanding, the board of directors, in determining ‘‘net income’”’ as 
defined in sub-paragraph (b) of Section 2 of this Article, and the 
portion thereof available for the payment of interest on debentures 
outstanding shall take into consideration the needs of the company 
for funds to properly maintain and improve its properties and to in- 
sure the continued operation thereof just as if the matter of declar- 
ing dividends were under consideration); (2) authorizing acquisition by 
the Gulf, Mobile & Northern Railroad Company of control, by lease, 
of the properties of the New Orleans Great Northern Railway Com- 
pany (F. D. No. 9900); (3) authorizing the New Orleans Great North- 
ern Railroad Company to operate over lines and to operate terminal 
facilities of the New Orleans & Northeastern Railroad Company and 
the New Orleans Terminal Company in St. Tammany and Orleans 
Parishes, La. (F. D. No. 9126); and (4) dismissing that portion of 
the application in Finance Docket No. 9126 by which the New Or- 
leans Great Northern Railroad Company seeks authority to acquire 
control, by lease, of the properties of the Gulf, Mobile & Northern 
Railroad Company of Louisiana, and the applications in Finance 
Dockets Nos. 9901 and 9451, approved. 

Report and certificate in F. D. No. 10032, authorizing Ernest E. 
Norris, receiver of the Mobile & Ohio Rail Road Company, to oper- 
ate under trackage rights over the line of the Southern Railway Com- 
pany between Corinth, Miss., and Memphis, Tenn., approved. 

Report and certificate in F. D. No. 10048, permitting the Atchi- 
son, Topeka & Santa Fe Ry. Co. to abandon a line of railroad in 
Ray county, Mo., approved. 

Report and certificate in F. D. No. 10012, permitting (a) the 
Southern Pacific Railroad Company to abandon part of its Newport 
branch in Orange County, Calif., and (b) the Southern Pacific Com- 
pany to abandon operation thereof and of certain other parts of that 
branch in said county, approved. 


FINANCE APPLICATIONS 


Finance No. 10096. Atlanta, Birmingham & Coast Railroad Co. 
asks authority to discontinue its use of trackage rights for the op- 
eration of its passenger trains over the Southern in Atlanta, Ga., 
and its use of the tracks and passenger station facilities of the At- 
lanta Terminal Co, in Atlanta, Ga., and in lieu thereof to operate 
under trackage rights over the Nashville, Chattanooga & St. Louis, 
lessee of the Western Atlantic, and to make use of the facilities of 
the Atlanta passenger station belonging to the N. C. & St. L. Ap- 
plicant said the present facilities referred to were costing $1,100 a 
month, while the other facilities proposed to be used could be ob- 
aaeo0 for $400 a month, resulting in a monthly saving to applicant 
oO e 

Finance No. 10097. Chesapeake & Ohio Railway Co. asks authority 
to abandon its Straitsville sub-division extending from a point about 
1,000 feet east of the Hocking Valley Brick Co. turnout near Logan 
to Monday Creek Junction, 8.56 miles, in Hocking county, O. 

Finance No. 10093, Chesapeake & Ohio Railway Co. asks authority 
to abandon portions of Buckingham sub-division of the C. & O., from 
Dillwyn to Rosney, Va., 4.40 miles. 

Finance No. 10064. Tennessee, Kentucky & Northern Railroad 
Co,. lessee, and Cincinnati-Nashville Southern Railway Co., lessor, 
ask authority to abandon operation of line from Algood to Living- 
ston, Tenn., together with trackage rights over 2 miles of Tennessee 


Central at Algood, embracing a total mileage of 19. 


COMMISSION ORDERS 


No, 18451, The Muscle Shoals Oil Company et al. vs. A. & V. Ry. 
et al., and related cases. The effective date of the Commission’s 
order of June 13 has been postponed to October 1, 1933. 

No. 24515, William E. Jordan & Brother vs. C. of N. J. et al. 
Order entered herein on March 8, 1933, further modified so that it will 
become effective on August 1, 1933, upon not less than 1 day’s notice 
instead of 10 days’ notice. 

No. 24549, and Sub. 1, Wailes-Dove-Hermiston Corporation et al. 
and No. 25232, United States Pipe & Foundry Co. vs. A. G. S. et al. 
Order entered herein on April 25, 1933, is further modified to become 
effective on or before August 3, 1933, upon not less than 5 days’ 
notice instead of 10 days’ notice. 

Finance No. 9580, Rowlesburg & Southern proposed acquisition. 
Petition of Rowlesburg & Southern to vacate the order of Division 
4 dated February 23, 1933, and for rehearing denied. 

No. 17000, part 9, Livestock-Western District Rates. Carriers’ 
petition for reconsideration and modification of reports and orders so 
as to eliminate rates on stocker and feeder livestock lower than 
those on fat livestock denied. 

‘No. 24167 (and related cases) Traffic Bureau, Lynchburg Chamber 
of Commerce, for Mullan Bailey Lumber Co., Inc., vs. Southern et al. 
rr petition for reopening, reconsideration and reargument 
denied. 

No. 24304 (and Sub. No. 1), Hildreth Granite Co. vs. Bk & M. et al. 
The petition of complainant for separation of these proceedings from 
I. & S. Docket No. 3130, and for decision without the issuance of a 
proposed report or oral argument denied. 

No. 24382, Yale Oil Corp. vs. C. B. & Q. Complainant’s petition 
for reconsideration denied. 

No. 24514, Prairie Pipe Line Co. vs. Santa Fe et al. Defendants’ 
petition for reconsideration upon the record as made denied. 

No. 25118 (and Sub. No. 1), Dowingtown Paper Co. vs. Clinch- 
field et al. Defendants’ petition for reconsideration as to rates in 
the past denied. 

No. 25240, Leidecker Tool Co. vs. B. & O. et al. 
tition for reargument and reconsideration denied. 

No. 25321, J. W. S. Bower vs. St. L.-S. F. et al. 
tition for reconsideration and modification denied. 

No. 25409, Bates Barite of Texas et al. vs. Sou. Pac. Co. et al., 
and No. 25608, Bates Barite of Texas et al. vs. T. & P. et al. Com- 
plainants’ petition to set aside the proposed report and for further 
hearing denied. 

No, 23358, Blytheville Cotton Oil Co. et al. vs. St. L.-S. F. et al. 
es petition for rehearing and reconsideration has been 
enied. 

No. 24654, Abingdon Sanitary Manufacturing Co. et al. vs. Arte- 
mus-Jellico et al. Complainants’ petition for rehearing, reconsidera- 
tion and modification has been denied. 

No. 24739, Farmers’ Grain Dealers’ Association of Iowa et al. vs. 
Santa Fe et al., and No. 25075 (and Sub. Nos. 1 and 2), Adel Oil Co. 
et al. vs. A. V. I. et al. Complainants’ petition for reconsideration 
upon the record as made and Shell Petroleum Corporation’s petition 
for reconsideration, rehearing and reargument have been denied. 

/ No. 24976, Bartholomew Brothers vs. C. B. & Q. et al. Com- 
QA 
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plainant’s petition for rehearing and reconsideration has been denie@, 

No. 25314, Flanley Grain Co. et al. vs. C. & N. W. et al. Com. 
plainants’ petition for rehearing.-and reconsideration has been denied, 

No. 25650, Coltexo Corp. vs. Santa Fe et al. Complaint amended 
by making the Columbian Gasoline Corporation an additional party 
complainant, and the proceeding has been reopened for rehearing. 

No. 26066, Bay Chemical Co., Inc., vs. Santa Fe et al. The Gen- 
eral Chemical Co. has been permitted to intervene. 

Finance No. 9386, Denver & Rio Grande Western Railroad (Co, 
abandonment. Petition of the state of Colorado for rehearing or 
modification of order and stay of execution denied. 

No. 12798, Galveston Commercial Association vs. G H. & S. A, 
Ry. et al. Defendants’ petition for reopening and reconsideration jn 
certain particulars and for amendment of the order has been denied, 

No. 25135, part 13—West Virginia, increases in intrastate freight 
rates and charges. Proceeding reopened for further consideration 
solely in respect of rates on coal, carloads, from mines on Virginian 
Ry. in West Virginia to Princeton, W. Va. 

Finance No. 10055, Application of St. Louis-Kansas City Short 
Line R. R. Co. for certificate to construct a line of road between St. 
Louis and Kansas City, Mo. The Chicago, Burlington &. Quincy 
Railroad Co. has been permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


1. & S. No. 3580, South Texas Shippers’ Association 
Lower Rio Grande Valley Shippers’ Ass’n) vs. Carriers. 
ask for rehearing. 

No. 17000, part 4-A (and cases consolidated therewith), rates on 
refined petroleum products from, to and between points in the south- 
west. The carriers in a second supplemental petition ask for re- 
opening, reconsideration and modification of the Commission’s find- 
ings with respect to the past unreasonableness of the rates to des- 
tinations in northern Missouri. 

No. 24091, The E. Kahn’s Sons Co. et al. vs. B. & O. et al. The 
Kroger Grocery & Baking Co., complainant, asks for reconsideration 
and/or rehearing, and also moves the Commission to correct and 
clarify the findings of fact reported in 192 I. C. C. 705-711. 

No. 25938, Surcharges on intrastate traffic within the state of 
Ohio. The C. & O. Ry. and N. Y. C. & St. L. ask for modification 
of the order of June 6 to permit the establishment of rate of $1.60 
a net ton on face brick, C. L., from Upper Sandusky, Ohio, to Cleve- 
land, Ohio, in lieu of present rate of $2 a net ton. 

Finance No. 9601, Applications of C. B. & Q. R. R. for certificate 
of public convenience and necessity to permit the abandonment of 
branch line of road from a point near Atchison, Kan., to Rulo, Neb. 
The protestants ask for reopening of the record for the purpose of 
taking additional testimony; for reconsideration, and for the exten- 
sion of the effective date of the certificate. 

No. 25135, Part 4—Kentucky, increases in intrastate freight rates 
and charges. The C. & O. Ry. asks for modification of the Com- 
mission’s order of June 6, to the extent of excepting therefrom in- 
trastate shipments of sand and gravel, C. L., from Ashland and South 
Portsmouth, Ky., to Robinson Creek, Ky. 


No. 25135, Part 13—West Virginia, increases in intrastate freight 
rates and charges. The C. & O. Ry. and B. & O. R. R. ask for 
modification of the Commission’s order of March 27, to the extent 
of excepting therefrom intrastate shipments of crushed stone and 
erushed gravel, C. L., from the Charleston, W. Va., switching dis- 
trict to points in West Virginia. 

No. 17789, Missouri Gravel Co. vs. C. B. & Q. et al. and No. 14472, 
Dolese Bros. Co. et al. vs. A. T. & S. F. et al. Complainant, 
Missouri Gravel Co. asks for rehearing. 


No. 23855, Sub. 1. DuPont Rayon Co. vs. C. & O. DuPont Rayon 
Co. asks further hearing for proving amount of damages, etc. 


No. 24786, Dawson Produce Co. et al. vs. A. T. & S. F. et al. 
Complainants and intervener ask for reopening of this proceeding, 
for amendment of complaint, and further consideration by the Com- 
mission. 

No. 25135, Part 13, West Virginia, Increases in intrastate freight 
rates and charges. The N. Y. C. asks for modification of the Com- 
mission’s order of March 27, 1933, to extent of excepting from the 
provisions thereof the intrastate transportation in carloads of ]um- 
ber from Nallen and Raineile, W. Va., to stations on the Virginian 
Railway in West Virginia. 

No. 25135, Part 13, West Virginia, Increases in intrastate freight 
rates and charges. The Kanawha, Glen Jean & Eastern asks for 
modification of the Commission’s order of March 27, 1933, to extent 
of excepting from the provisions thereof the intrastate transporta- 
tion, in carloads, of sand and gravel between all stations on its line. 

No. 25938, Increases in intrastate freight rates and charges, part 
13, Ohio. N. Y. C., respondent herein, asks modification of order of 
June 6, to extent of excepting from the provisions thereof the intra- 
state transportation, in carloads, of stone, lake or river filling (Offal 
of quarry) from Amherst, O., to Port Clinton, O., in connection with 
the XH. ¥. C. BR. BR. 


No. 25059, Alabama Asphaltic Limestone Co. vs. Akron & Bar- 
berton Belt et al. Agent Tilford, on behalf of all carriers, asks for 
amendment of the Commission’s order so as to permit publication of 
the prescribed rates on five days’ notice. 


No. 25062, The Lebanon Ice & Coal Co. et al. vs. A. C. & Y. et al. 
Complainants ask for reconsideration, rehearing and further argu- 
ment. 


No. 25892, Commercial Transportation Co., Inc., vs. Mo. Pac. et 
al. The complainant moves to strike or require correction of certain 
testimony of defendants in this proceeding, and asks the Commis- 
sion to receive in full the testimony of complainant, also asks for an 
extension of time for filing briefs. 


(formerly 
Protestants 


TRANSPORTATION OF “HOT OIL” 


Secretary Ickes has limited the application of regulations 
prescribed by him governing the transportation of petroleum 
so that they will apply only to shipments from the East 
Texas and Oklahoma City fields, where the production of s0- 
called “hot oil” is greatest. He has also revised the first general 
proviso of regulation 6 so that carriers outside of a state where 
the petroleum was produced may receive petroleum from other 
carriers without requiring affidavits. 
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DETROIT BELT POOL 


XAMINER E. L. GLENN, in No. 25545, in the matter of ap- 

plication of Union Belt of Detroit, Wabash Railway Co., 
Walter S. Franklin and Frank C. Nicodemus, Jr., receivers, Pere 
Marquette Railway Co., and the Pennsylvania Railroad Co., has 
recommended denial of approval of operating arrangements and 
pooling of revenue among them. The parties mentioned sought 
the Commission’s approval of an unsigned agreement dated July 
21, 1931, providing, among other things, operating arrangements 
by the belt, the pooling of revenues collected by it, and distri- 
bution of that revenue to the proprietary lines. 

The belt railroad, an unincorporated operating association, 
has about $400,000, which it has collected as demurrage under 
average agreements under which it acted for the proprietary 
lines in switching cars to industries from the interchange tracks. 
The proprietary companies desire the distribution of that money. 

Examiner Glenn, after quoting section 5 (1), which author- 
izes the Commission to permit pooling of freights of different 
and competing railroads, said that it was clear that that section 
of the interstate commerce act did not specifically authorize 
the Commission to issue an order which would have retroactive 
effect as here sought, for pooling and distribution of the de- 
scribed demurrage charges now held by the belt. That feature 
of the proposed agreement and application, he said, was beyond 
the Commission’s jurisdiction. 

In Operation by Union Belt of Detroit, 131 I. C. C. 384, 
Finance Docket 6357, the Commission issued a certificate of 
convenience and necessity authorizing the belt to operate 
tracks and facilities of the proprietary lines in and near Detroit. 
In one of the agreements between the unincorporated belt line 
and the so-called proprietary companies, the belt agreed to inter- 
change loaded and empty cars solely with each of the pro- 
prietary companies. 

The examiner, in his proposed report, said that the belt, 
since it had received its certificate, had attempted to hold itself 
out as a@ common carrier subject to the interstate commerce 
act. But, he said, in its holding it was restricting its inter- 
change to the proprietary lines, and had not filed tariffs for all 
of its services. 


In these circumstances, Examiner Glenn said, the belt was 
not functioning as, nor did it come within, the status of a com- 
mon carrier subject to the interstate commerce as described 
in Manufacturers’ Railway Co. vs. United States, 246 U. S. 457 
(88 S. Ct. Rep. 383), and related cases. Moreover, he said, the 
belt, as an unincorporated association, was not a person either 
natural or artificial, and had no legal existence, citing in support 
of that, Moffat Tunnel League et al. vs. United States et al., 
No. 499; Sup. Ct. Adv. Rep., Vol. 53, p. 543. Therefore, he said, 
as to the authority sought for the future, the Commission was 
without jurisdiction and the application should be denied. 


The belt, according to the report, was an unorganized asso- 
ciation created by the proprietary lines pursuant to a joint 
unsigned written operating agreement dated January 1, 1923. 
The proprietary interests, in the hearing on the application, said 
the belt was not incorporated because under the laws of Michi- 
gan a company could not be incorporated unless it owned prop- 
erty, which the belt did not, all the property it used being owned 
by the proprietary lines. Filing of the application was the out- 
come of representations to the belt by Commission men who 
inquired into its affairs. 


PROPOSED REPORTS 


Petroleum Products 


No. 25542, Frederick Cooperative Oil Co. vs. A. T. & S. F. 
et al., No. 25585, August Byer, trading as Byer Oil Co., vs. A. V. I. 
et al., and two sub-numbers, East Side Oil Co. vs. Same and 
Archie Conklin et al. vs. Same. By Examiner Arnold C. Hansen. 
Rates, gasoline and petroleum products, midcontinent field to 
Frederick, S. D., from September 19, 1929, to March 15, 1932, 
unreasonable and unduly prejudicial to the extent it exceeded 
58 cents from midcontinent field Group 8. The examiner 
Said the rates from the other midcontinent groups. to 
Frederick should be correspondingly reduced subject to the 
Maintenance of the differential relationship prescribed in Mid- 
continent Oil Rates, 1925, 112 I. C. C. 421. Rates from the 
midcontinent field to Griswold and Cumberland, Ia., unreason- 
able for the future to extent they may exceed 33 cents from 
sroup 3 and from the other groups to the extent they may ex- 
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ceed the relationship prescribed in the Midcontinent Case. 
Rates from the midcontinent field to other destinations in Iowa 
not shown to be unreasonable or otherwise unlawful. 


Auto Dump Trucks 


No. 25793, National Equipment Corporation vs. C. M. St. P. 
& P. et al. By Examiner Leland F. James. Dismissal proposed. 
Rate, carload, atuo dump trucks, Jacobs Creek, Pa., to Milwau- 
kee, Wis., proposed to be found applicable. Other allegations 
in the complaint barred by the statute. 


Pulpwood 


No. 25625, Fred W. Roedter vs. C. & N. W. By Examiner 
C. W. Griffin. Rate, 6.8 cents, applied, shipments, pulpwood, 
Ashland to Peshtigo, Wis., moving in interstate commerce, ap- 
plicable and not unreasonable Recommended that the Commis- 
sion find that the weight used in determining charges on one 
shipment, Ashland to Peshtigo, was unreasonable to the extent 
it exceeded a weight computed by reducing the cordage reported 
by the contractor who loaded the shipments to pounds on the 
basis of 3,650 pounds a cord; also that weights used in deter- 
mining charges on shipments, Canadian pulpwood, from Ashland 
to Peshtigo, were unreasonable to the extent they exceeded the 
actual weights on 13 shipments which were track-scaled and 
weights computed by reducing the cordage reported by the con- 
tractor to pounds on the basis of 4,650 pounds a cord on 22 ship- 
ments which were actually weighed; and that the weight of 
4,200 pounds a cord based on the weight agreement in computing 
weights on shipments from Michigan points to Peshtigo was not 
unreasonable or otherwise unlawful. Recommended that the 
defendant be directed to adjust charges from Ashland to the 
basis set forth in the report. 


Sulphate of Ammonia 


No. 25415, Wheeling Steel Corporation vs. A. C. L. et al. 
By Examiner Paul A. Colvin. Rates, sulphate of ammonia, Fol- 
lansbee, W. Va., to Waverly, Ala., Wadesboro, N. C., and Cen- 
tenary, Clinton, Clio, Fountain Inn, Lancaster, Saluda, Spar- 
tanburg, West Union and Woodruff, S. C., proposed to be found 
inapplicable in some instances and unreasonable, but not unduly 
prejudicial, in others. The examiner said the evidence war- 
ranted the conclusion that the assailed rates were unreasonable 
to the extent that they exceeded those made effective a short 
time after the shipments moved. The examiner said that as to 
the rates on five carloads, on which inapplicable rates were 
charged, the rates were on a level with other rates herein found 
reasonable. The shipments on which inapplicable rates were 
charged were to Fountain Inn, Spartanburg and West Union. 
Reparation proposed. 

Hogs 

No. 25369, Sevier Commission Co. et al. vs. U. P. et al. 
and No. 25417, Barth Co. et al. vs. A. T. & S. F. et al. By 
Examiner F. A. Clifford. Rates prior to January 25, 1932, hogs, 
single-deck carloads, points in Kansas, Nebraska, Colorado, 
Wyoming and Missouri to San Francisco and South San Fran- 
cisco, Calif., and from points in Kansas, Nebraska, and Colorado 
to Los Angeles, Anaheim, Santa Cruz, San Diego, Swanston, 
National City, and South San Francisco, Calif., and in single 
and double-deck carloads, from points in Colorado on the Den- 
ver & Rio Grande to San Francisco and South San Francisco, 
unreasonable to the extent they exceeded rates resulting from 
the application of the distance rates prescribed in Romeo Stores 
Co. vs. U. P., 179 I. C. C. 508, and 185 I. C. C. 1. Reparation 
proposed to complainants and intervener in No. 25417. Evidence 
as to the paying and bearing of freight charges, the examiner 
said was not introduced in No. 25369, but he proposed that 
complainants therein be allowed to file Rule V statements. 


Cape Fear Divisions 


No. 25309, Atlantic Coast Line Railroad Co. vs. Cape Fear 
Railways, Inc. By Examiner Thurston B. Johnston. Divisions 
demanded and retained by the Cape Fear Railways out of the 
joint rates to and from Fort Bragg, N. C., on traffic via Fort 
Bragg Junction, N. C., in connection with the A. C. L., proposed 
to be found unjust, unreasonable, and inequitable, to the ex- 
tent they may exceed $5.85 a car on carload traffic and the 
defendant’s local class rates for 5 miles and under on less- 
than-carload traffic, subject to a maximum of $5.85 and to the 
usual per diem reclaims and actual per diem for the period 
of detention of cars at Fort Bragg. Examiner recommends the 
prescription of the divisions mentioned for the future. 
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OLD FOURTH SECTION WORK 


The Trafic World Washington Bureau 


When Congress, in 1910, amended the fourth section of the 
act to regulate commerce so as to deprive railroads of the power 
to disregard the prohibition of the long-and-short haul clause 
when they thought conditions at the more distant point were 
dissimilar from those at the nearer point, it put a task on the 
Commission, believed to be much greater than it realized, but 
which, nevertheless, is now nominally, if not actually, drawing 
near an end. The rewritten long-and-short haul clause forbade 
disregard of the clause, except on permission from the Com- 
mission. 

Railroads were allowed six months to bring their rates into 
conformity with the prohibition. However, it was provided that, 
if a carrier filed an application for relief, it might have relief 
for the rates then in existence that were out of line with the 
long-and-short-haul rule until the Commission was able to pass 
upon the question whether it was entitled to relief. 

Relief so provided for was to be of a temporary character. 
Relief to continue rates as they were in 1910, subject to increases 
and reductions in the basis, has always been spoken of as tem- 
porary relief, regardless of the lapse of years. 

Thousands of permanent relief orders have been issued 
covering situations which were in effect at the time the section 
was rewritten in 1910. In addition other thousands have been 
issued with regard to rates established since 1910. As to rates 
since 1910, the fourth section feature has had to be dealt with 
concurrently with all other features. The total number is close 
to 11,325. One of the latest orders, for instance is No. 11317, 
pertaining to sand and related articles in the southwest, 
based on application Nos. 14506 and 14531. 

Fourth section application numbers and fourth section order 
numbers never will correspond for the reason that one order may 
cover parts of several applications and several orders may be 
issued in connection with one application. The life of a fourth 
section application is of an uncertain span for the reason that 
the situation with which it deals, frequently, if not always, is 
so related to situations not fully apprehended at the time of its 
filing that it is kept alive on account of the later developments. 
That accounts for the fact that 1910 applications are still alive 
notwithstanding that they have been worked over and around 
for twenty years or more. 

Litigation questioning the validity of the things done under 
the 1910 revision, the world war and the fact that the Railroad 
Administration gave but little attention to the fourth section 
tended to slow up action on the 1910 application. Then came 
the 1920 revision which introduced the circuity, equi-distant 
clause and reasonably compensatory phases that bob up in every 
fourth section case of today. 

With a view to holding their rates static the carriers in 
1910 filed 5,031 applications for permission to continue their 
violations until the Commission could pass upon the questions 
created by the existing departures. No. 1 application was filed by 
the New York, Philadelphia & Norfolk Railroad, a part of the 
Pennsylvania System, and No. 5031 was filed by the Western 
Express Co., now not in operation, even if in corporate existence. 

At the end of July, 1933, the Commission had disposed of all 
the 1910 applications except parts of 76 of them. How long it 
will take the Commission to dispose of the parts that remain 
is a highly speculative question. The 76 applications are at- 
tenuated. Parts of them have been handled. The parts that 
remain pertain to rate structures that are in the process of 
revision as, for instance, No. 13535, Consolidated Southwestern 
Cases. One phase of that case, the rail and water, has not yet 
been taken up. Therefore, parts of the 76 applications still on 
the files relating to it cannot be disposed of now. 


Attention was drawn to the fact that undisposed of 1910 
applications were still in existence by the proposed report made 
by Assistant Director Pitt of the Commission’s Bureau of Traffic 
and Examiner Boat with respect to rates maintained by the 
Southern Pacific system from New York piers to Guaymas and 
Empalme, Mex. (See Traffic World, July 15, p. 89.) They said 
that application No. 577, covered by the report, was the 1910 
application of the Southern Pacific Co.-Atlantic Steamship Lines 
(Morgan Line) and its connections for permission to continue 
rates on traffic in carloads and less than carloads from Morgan 
Line piers in New York to Guaymas and Empalme without ob- 
serving the long-and-short-haul clause of the fourth section. 
They said that that application was considered in this case only 
in so far as it related to the rates also covered by Application 
No. 571. That application is under consideration in connection 
with the Consolidated Southwestern Cases, which have been 
reopened. The report said that No. 577 was also involved in that 
case but that it now appeared that determination of the issues 
in it was not dependent upon the action that might be taken 
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in the reopened proceeding. Apparently, they said, there was 
no reason why the Commission should not proceed with the 
determination of the phase of the two applications covered by 
their proposed report. 

In the course of the examination of applications that have 
not been acted on, the question ag to whether the part of the 
joint rates that would accrue to the Southern Pacific for its 
rail haul from Galveston to Nogales, Tex., was reasonably com. 
pensatory was raised. The question as to the compensatory 
character of a fourth section rate arises under the section as 
revised in 1920. 

That phase of the question would have no bearing on the 
question arising in connection with the undisposed of part of 
the Consolidated Southwestern cases. The application, therefore, 
was hauled out of the file and treated on that phase, the South. 
ern Pacific in the meantime continuing to use the rates it was 
authorized to continue by reason of its 1910 application for 
relief pending disposition of the matter by the Commission for 
permanent relief. The part that pertains to the southwestern 
rivision will remain pending regardless of what the Commission 
does with the Pitt and Boat recommendations that relief be 
denied on the ground that the earnings accruing to the American 
lines of the Southern Pacific system could not be regarded as 
sufficient to meet the reasonably compensatory requirements of 
section 4, 

The revisions of section 4 by the acts of 1910 and 1920 
caused many of the big rate revisions that have been made or 
begun since 1920. The revision of the eastern class rates had 
the denial of fourth section relief as its immediate cause. 

When the Commission called on the official classification 
lines to justify their departures from the rule of the fourth sec. 
tion under the applications they had filed in 1910 they threw 
up their hands in token of surrender and said they could not do 
it without a complete revision of their class rate structure. The 
fourth section hearing was discontinued and everybody concerned 
set about making a new class rate structure. 

Denial of fourth section relief was the indirect cause of the 
southern class rate revision, the denial being equivalent to the 
destruction of the old basing point system. The southwestern 
revision resulted from formal complaints but revisions of rates 
in the Mississippi valley caused by the denial of fourth section 
relief foreshadowed the revision, which was marked by the 
formal introduction into the making of class rates of “column” 
rates, the columns consisting of rates related in percentages 
to the first class rates. 

The work caused by the Hoch-Smith resolution, deemed 
monumental, it is believed, is not greater than, if as great as, 
that caused by the revisions of the fourth section in 1910 and 
1920. 


HOCH-SMITH GRAIN CASE 


The western trunk line phase of the adjustment continued 
to be the subject of testimony at the hearing in the Hoch- 
Smith grain case, docket 17000, part 7, at Chicago, before Ex- 
aminers Mackley and Hall this week. Sioux City and Omaha 
supplied the witnesses, for the most part. 

The relative adjustment between Kansas City and Omaha 
on flour to the southeast and the Mississippi valley was dis- 
cussed in detail by A. M. Conners, secretary and sales manager, 
Maney Milling Company, Omaha. He outlined commercial and 
competitive conditions in that connection, referring to the 
proposal of the Kansas City market that Omaha have a 6% 
cent differential over Kansas City. Walter Scott, of the Kan- 
sas City Board of Trade, had suggested that, to that territory, 
Omaha should be on a full combination on Kansas City, with a 
6% cent proportional between Omaha and Kansas City, as 
against the present adjustment, under which Omaha is one 
cent over Kansas City. If such an adjustment were put in, 
according to Mr. Conners, Omaha would be forced out of the 
southeastern and Mississippi valley business. Under the present 
adjustment, he said, the only thing that made it possible for 
the miller at Omaha to sell there was the existence of transit 
balances on a movement from certain points in western Ne- 
braska less than the proportional rates. Seventy-five per cent 
of the business interests he represented were able to do 
in the southeast Was on those lower transit balances, he testi- 
fied. 

Somewhat similar testimony was presented by Larry Beiten- 
baugh, sales manager of the Flour Mills Company, of Omaha, 
with the difference that he dealt with the situation as it affected 
mill feeds. The proposed rate break on Kansas City would 
make it impossible for the Omaha man to reach the southeast, 
he said. 

C. B. Steward, secretary of the Nebraska Farm Bureau Fed- 
eration, took the stand in defense of the existing market system, 
advocating liberalization of transit. The primary markets, he 
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held, were of distinct advantage to the farmer, in that they 
could readily absorb the grain offered, at higher prices than 
would obtain if they were not in existence. Among other things, 
he asked that the railroads be permitted to reduce rates suffi- 
ciently to meet truck competition. He expressed the opinion 
that the invasion of trucks into the transportation of grain had 
served to reduce the price received by the farmer. As he ex- 
plained it, the country elevator handling charge depended on 
the volume of business it received. The truck took business 
away from the country elevator, carrying the grain around it, 
necessitating a higher handling charge than otherwise would 
obtain. 

Prices paid for corn at Omaha, as contrasted with those paid 
at Kansas City, were dealt with by A. McKinley, secretary of the 
Omaha Elevator Company. Representatives of the Kansas City 
Market had contended that Omaha prices were higher than 
those at Kansas City by the amount of the freight rate between 
the two. Mr. McKinley introduced evidence intended to refute 
that, the purport of which was that prices at the two markets 
were very Close together, with the price at one some times higher 
and some times lower than at the other. 

The effect of the rate structure, whether proportional rates 
or a through rate adjustment should be the essential feature, 
was discussed by S. P. Mason, president of the Sioux City Grain 
Exchange. He generally favored the principle of proportional 
rates, particularly objecting to a suggestion to cancel the 
proportional rates between Sioux City and Omaha. Transit, he 
thought, might be permitted under the proportional rates in 
some instances, but that should be limited in such a Way as to 
apply only in the line of the principal movement. Otherwise, he 
held, transit had a tendency to break down the rate structure. 

Testimony intended to refute an assertion of F. S. Keiser, 
Duluth, that the rates to New York from Minneapolis via Lake 
Michigan and Lake Superior ports were equalized was intro- 
duced by A. R. Sheff, traffic manager, Minnesota-Atlantic Transit 
Company. He gave the history of the rates, which, he said, 
showed that the rates via Lake Michigan had been approxi- 
mately one cent over the Lake Superior route. Because of the 
operation of so-called tramp steamers, he said, effective equaliza- 
tion was impossible, 

Retention of proportional rates between markets was sought 
by J. C. Mullaney, who followed much the same line of thought 
as did Mr. Mason. , 

John Kuhn, traffic commissioner of the Omaha Grain Ex- 
change, was on the stand at the close of August 3. He pre- 
sented the general features of the Omaha adjustment, particu- 
larly opposing the proposal introduced by Mr. Scott that the 
rates from the Omaha market to the southeast and south break 
over the Kansas City market. Distance, he insisted, should not 
be controlling in the adjustment, but, rather, the commercial 
situation. There was no more reason for penalizing the Omaha 
market the full amount of its distance to Kansas City, by 
breaking the rate, than there would be for doing the same thing 
in connection with many of the circuitous routes by which rates 
applied no higher than via the direct routes, he said. 


PRIVATE CAR HEARING 


That the question as to whether the responsibility of the 
railroads to provide suitable equipment for the transportation 
of freight also involves a right to control the selection of the 
equipment used is of a highly involved nature, going to the 
roots of transportation theory as it has developed in this coun- 
try, was made evident by testimony introduced this week at 
the hearing in Chicago in the private car case, ex parte 104, 
part 5, and the investigation and suspension docket, 3887, joined 
With it. Director Bartel, of the Commission’s bureau of service, 
and Examiner Berry, are conducting the proceeding, with D. 
H. Kunkel, Commission attorney, assisting in the development 
of information. 

The hearing opened July 31 and is expected to continue for 
three or four weeks. Practices of the railroads affecting their 
operating revenues and expenses in connection with operation 
of so-called private cars are under investigation in the ex parte 
Proceeding. The I. & S. proceeding is the result of suspension by 
the Commission of section 1, rule 36, of Perishable Protective 
Tariff No. 6, in which the American Railway Association seeks 
to limit the right of shippers to lease or otherwise obtain re- 
frigerator cars for their own use, removing them from the gen- 
eral car supply, and involves not only existing practices of the 
Private car lines and the railroad controlled car lines but, also, 
shipper ownership. 

At the opening of the hearing Director Bartel announced 
that so far as refrigerator cars were concerned, the two pro- 
ceedings would be joined. Strenuous objection was made to 
that by P. J. Gault, North Western attorney, speaking for 
twenty-three protestant roads in the I. & S. case, who held that 
the issues in the ex parte proceeding were broader than those 
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of the investigation and suspension proceeding, and that it 
would be improper to consider the record in the former as a 
part of the latter. He had no objection, he said, to considering 
the record in the I. & S. case a part of the record in ex parte 
104. He was over-ruled, with the understanding that the sub- 
ject of refrigerator cars should be disposed of before taking 
up other types of equipment involved in the general investiga- 
tion. 

The carriers opposing adoption of the rule covered by the 
suspended tariff are principally in the western part of the 
country, though a few eastern and southern carriers are among 
them. They are, in the main, large originators of dairy products. 
Most of the witnesses up to the close of August 3 were repre- 
sentatives of the dairy products industry. At that time the pro- 
testing carriers had not been heard, but the conflict in theory as 
to the responsibility and rights of the carriers had been sharply 
outlined by the contrast between the testimony of the shipper 
witnesses and that of M. J. Gormley, president of the American 
Railway Association, who was the first to take the stand after 
the hearing opened. He appeared in general support of the 
suspended rule. 

In brief, it is the position of the American Railway Associa- 
tion, as indicated by the testimony, that the necessity of hold- 
ing certain cars for the exclusive use of particular shippers re- 
sults in a large transportation waste, unjustified by any benefits 
presumed to accrue to individual shippers. Beyond the fact that 
empty mileage is increased, and that cross-hauling, switching, 
and other handling operations incidental to the operation of 
private cars are magnified to such an extent as to constitute a 
serious burden on carrier operating expenses, it is argued, 
equipment owned by the railroads is thrown into idleness and 
carrier revenues generally depleted. 

Shippers, on the other hand, insist that past experience has 
shown that the carriers can not be depended on to furnish suita- 
ble equipment for certain classes of traffic and that the advan- 
tages of a special car supply, designed to meet the particular 
needs of the car owner or lessee, are many. The private car re- 
sults in numerous economies for shippers and is used far more 
efficiently than the general-use car could ever be, they insist. 
The private car was pictured as one of the strongest aids to 
the railroads in holding traffic to rails that otherwise would be 
fast drifting to the highways by many of the witnesses. 

As for the basis on which shippers obtain the use of private 
cars, other than by outright ownership, the testimony showed 
that there was considerable variation. The Commission repre- 
sentatives appeared to be particularly anxious to develop infor- 
mation on that point. Some of the shipper representatives tes- 
tified that they paid car-leasing companies a straight monthly 
rental for cars. Others had the use of cars on an “assigned” 
basis, at no rental charge, the mileage accruing to the car-leas- 
ing company or owner. In some instances, it was testified, ship- 
pers had use of cars with a stipulation that any mileage accruing 
to the car-leasing company in excess of a specified “rental” would 
be turned back to the shipper. Under that arrangement, the 
shipper received all of the presumed advantages of the private 
car and a monetary return as well, if his use was sufficient to 
produce a mileage return above the specified figure. 

As explained by Mr. Gormley, the proposed rule in the 
suspended tariff would give the carriers complete control over 
all refrigerator cars, private and otherwise, with certain ex- 
ceptions. The principal exception is that the provisions of the 
new rule would not apply to packers, whose commodities largely 
move in brine tank cars. 


Publication of the suspended tariff followed a long serieg 
of conferences with representatives of the car lines and ship- 
pers, which had its beginning back in 1927 in an effort of the 
carriers to stop the practice of placing advertisements of in- 
dividual shippers or commodities on the sides of the cars, as 
Mr. Gormley outlined the matter. 

“Briefly, this tariff reserves to the railroads the right to 
furnish refrigerator cars required on their lines for all com- 
modities other than the products of the meat packing com- 
panies,” explained Mr. Gormley. “The duty of the railroads 
under the law is to meet reasonable requirements as to car 
supply, which they cannot escape. The railroads have for a 
number of years held themselves out at all times to furnish 
necessary refrigerator cars for the movement of traffic re- 
quiring such cars, except so far as meat packing companies are 
concerned. This obligation they have carried out either by 
ownership of the cars themselves, by ownership through so- 
called railroad controlled private car lines, or by leasing ar- 
rangements with private car owners. Regardless of the fact 
that in recent years a great many refrigerator cars have been 
leased or acquired in other ways by shippers, the railroads are 
not relieved of their responsibility of maintaining a car supply 
sufficient to meet the reasonable demands of all shippers, in- 
cluding those who have leased equipment if they have not 
sufficient equipment to handle all their traffic. The construc- 
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tion of cars and the planning for future car supply have been 
entirely on this basis.” 


Unless the rule under suspension were allowed to become 
effective, he said, it was obvious that private cars would ulti- 
mately be used exclusively on classes of traffic in which they 
were now making inroads. Despite many retirements of cars, 
railroad owned or controlled refrigerator cars had increased 
from 108,154, in 1923, to 141,873, in 1933, he said, indicating 
that the carrier responsibility had been fully met. Though 
there was no question of the inadequacy of the railroad supply, 
private refrigerator cars, exclusive of those owned by the meat 
packing companies, had increased from 5,162, in 1923, to 21,652, 
in 1932, he said. Butter, eggs, cheese, and dressed poultry 
represented the principal lines in which the private car com- 
panies had made their greatest inroads, according to his testi- 
mony. The peak of the loadings in those commodities was 
reached in 1927, he said, but the greatest expansion in the 
use of the private car by such shippers had taken place since 
then. 

Illustrating what he called “abuses” of the private car, he 
explained that the California lines had published a tariff sev- 
eral years ago preventing the sending of empty private cars 
into that territory. A check made by the railroads had shown 
that, in a period from August, 1931, to and including June, 1933, 
three hundred and seventy-four carloads of eggs which left 
origin points in railroad equipment had been transferred to 
private cars for completion of their journey at Salt Lake City, 
Ogden, and Murray, Utah. 


The suspended rule was described as “an attempt to force 
railroad owned cars, which are now largely empty because of 
truck competition, the depression, and the superior advantages 
of the private car, into use” by M. S. Hartman, traffic manager 
of the Fairmont Creamery Company, Omaha. He appeared for 
the Shippers’ Private Car Protective Association, an organiza- 
tion formed as a result of this proceeding, and for the Amer- 
ican Association of Creamery Butter Manufacturers. Truck 
competition and the failure of the railroads to provide suitable 
equipment were given by him as the principal reasons respon- 
sible for the rapid development of the use of the private car 
by dairy shippers. As he presented the matter, competitive 
forces were so delicately balanced that withdrawal of the exist- 
ing privileges in connection with the private car would mean 
the immediate transferral of a large volume of tonnage from 
rails to highways. Refrigerator equipment owned by the rail- 
roads and by the railroad controlled car lines was almost 
exclusively built for handling fruit and vegetable traffic and 
did not meet the requirements of the dairy shipper, he argued. 
Short-haul dairy traffic was already on the highways to a large 
extent, he said. It was his opinion that if the private car were 
withdrawn the long-haul traffic would go there also. He pointed 
out that one of the packers was now using trucks to ship 
— products from Texas and Oklahoma to New York and 

oston. 


Among advantages which the private car offered the ship- 
per, as he outlined them, were uniform size, cleanliness, and 
availability of supply. Because the shipper knew the size of 
his leased cars, and they were built to his particular require- 
ments, he said, he was able substantially to reduce loading 
costs, claims were eliminated, he knew the amount of ice re- 
quired from past experience with the particular car, etc. 


E. F. Scott, traffic manager, Beatrice Creamery Company, 
expressed the view that the uncertainty of the railroad supply 
of cars was responsible for the dairy products shipper making 
arrangements for control of his own supply. He referred to 
car shortages after the war and seasonal fluctuations in the 
movement in fruits and vegetables and the resulting affects 
on the supply of refrigerator cars. As a result of the condi- 
tions he outlined, the shipper of dairy products, he said, had 
acquired his own cars, through lease or otherwise, which were 
better adapted to his needs than the all-purpose refrigerator 
car. A substantial number of brine tank cars were used by 
the dairy industry, he said, adding that, in his judgment, the 
railroad supply of cars of that type was not more than enough 
to meet the needs of two or three of the largest shippers. The 
proposed rule, he said, would affect only about 4 per cent of 
the refrigerator car users. Aside from the exemption of the 


packing companies, he pointed out, there was the fact that the. 


fruit and vegetable shipper had only a seasonal use for such 
cars and couldn’t, because of that, use the private car anyway. 
Since the shipper of dairy products was dependent on other 
than railroad sources for his supply, he held, there was no 
sufficient reason why he shouldn’t make his own arrangements 
and obtain cars that conformed to the requirements of his 
traffic. 

The advertising value of the private car was stressed by 
M. E. Connelly, traffic manager, Curtis Candy Company, Chi- 
cago. Various economies which the shipper was able to effect 
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as a result of constant use of a standardized car were also de. 
veloped by him. 

A somewhat different line of testimony was given by O. W. 
Tong, Minneapolis, who appeared for the Minnesota Canners’ 
Association. He said that the interests he represented would 
like to continue to use private cars under existing arrange. 
ments, but were particularly interested in seeing that any rule 
that might be adopted should apply uniformly to all shippers 
and in all territories. He held that competition in food products 
was not limited to like commodities. It would be improper 
to allow the packers to continue to use cars bearing their own 
advertisements and not the canners, he insisted. 

“I rather sympathize with Mr. Gormley,” he said at one 
point. “He appears to believe that refrigerator cars should be 
furnished by the railroads practically exclusively. I think it 
is a splendid idea. Undoubtedly, if the idea could be put in 
effect, the result would be better transportation. Neverthe. 
less, Mr. Gormley is about fifteen to twenty years behind in 
making his proposal.” 

The competitive situation between packers who have their 
own cars and those who do not was outlined by O. W. O’Berg, 
traffic manager, George A. Hormel Company, Austin, Minn. If 
the suspended rule were allowed to take effect, he said, his 
company would either have to buy its own refrigerator car 
equipment or go out of business, so far as long hauls were con- 
cerned. He added that most of his company’s business to the 
east was in the long haul class. It was utterly out of the 
question to expect the railroads to supply cars on as satisfac- 
tory a basis as was being done under the private car system, 
he held. The crux of the matter appeared to be, as he presented 
the matter, that the packer couldn’t use a car that was in 
general service for shipments intended for human consump- 
tion. He referred to past experience with railroad cars, say- 
ing that on one trip they might contain a kerosene barrel, and 
on another something equally objectionable to the shipper of 
food products. 

Among the other witnesses were the following: G. A. 
Heinze, traffic manager, De Sota Creamery and Produce Com- 
pany, Minneapolis; B. M. Angel, traffic manager, Stockly 
Brothers and Company and Van Camp, Inc., Indianapolis; F. R. 
Ewald, traffic manager, Omaha Cold Storage Company; F. L. 
Thomas, traffic manager, Wisconsin Canners’ Association, Madi- 
son, Wis.; G. C. Ellis, traffic commissioner, Jerpe Commission 
Company, Omaha; J. G. Neville, traffic manager, Seymour Pack- 
ing Company, Topeka, Kans. 


SUSPENDED TARIFFS 


In I. and S. No. 3895, the Commission has suspended from 
July 31 until February 28, schedules in Nashville, Chattanooga 
& St. Louis I. C. C. No. 3302-A. The suspended schedules pro- 
pose to restrict transit arrangements on compressed cotton, for- 
warded to transit point on the Nashville, Chattanooga & St. 
Louis Ry., and then reshipped therefrom, so that they will not 
apply on cotton originating at stations on or moving in con- 
nection with the Gulf, Mobile and Northern Railroad, Gulf & 
Ship Island Railroad, Illinois Central Railroad, Louisvile and 
Nashville Railroad, or Yazoo & Mississippi Valley Railroad. 

In I. and S. No. 3894, the Commission has suspended from 
August 1 until March 1, schedules in supplements 64 and 66 to 
Pennsylvania I. C. C, 135. The suspended schedules propose 
to increase the rates on limestone, raw dolomite, in carloads, 
from $2.06 a gross ton to $2.10 a net ton on traffic from Betts- 
ville, Gibsonburg, Maple Grove and Woodville, O., stations on 
the Pennsylvania, to Fairmont, W. Va., on the Baltimore & Ohio 
and the Monongahela Railroad. 

In I. and S. No. 3893, the Commission has suspended from 
July 28 until February 28 schedules in supplement No. 51 to 
Johanson’s I. C. C. No. 2427. The suspended schedules propose 
to establish a proportional rate of 20 cents per 100 pounds on 
iron and steel articles, in carloads, from New Orleans and 
Baton Rouge, La., to Texas Gulf ports to be used in connection 
with proportional barge line, or rail-barge proportional rates 
from Birmingham and other interior Southeastern origins to 
New Orleans via Inland Waterways Corporation. The suspended 
schedules were published in purported compliance with the 
findings in I. and S. No. 3819. 

In I. and S. No. 3894, the Commission has suspended from 
August 1 until March 1 schedules published in supplements 64 
and 66 to Pennsylvania tariff, I. C. C. 185. The suspended sched- 
ules propose to increase the rates on limestone, raw dolomite, 
in carloads, from $2.06 a gross ton to $2.10 a net ton on traffic 
from Bettsville, Gibsonburg, Maple Grove and Woodville, Ohio, 
stations on the Pennsylvania to Fairmont, W. Va., on the Balti- 
more & Ohio and the Monongahela Railroad. 

’ In I. and S. No. 3896, the Commission has suspended from 
August 1 until March 1, schedules in supplements Nos. 83 and 
84 to Curlett’s I. C. C. No. A-306, supplement No. 61 to Agent 
B. T. Jones’ I. C. C. No. 2534, and certain other tariffs issued 
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py individual lines. The suspended schedules propose to cancel 
commodity rates on barium chloride, in carloads, between points 
in Eastern Trunk Line territory, and apply in lieu thereof higher 
fifth class rates. The following is illustrative, rates being in 
cents per 100 pounds: 


From Grasselli, N. J., to Endicott, N. Y., present rate 25, pro- 
posed rate 26; from Philadelphia, Pa., to Solvay, N. Y., present rate 
25, proposed rate 30; from Philadelphia, Pa., to Corry, Pa., present 
rate 264%, proposed rate 35; from Charleston, W. Va., to Rochester, 
N. Y., present rate 30, proposed rate 39. 


MANDAMUS IN TELEPHONE CASE 

A suit to compel the Commission to take jurisdiction, law 
No. 83020, United States on relation of Oklahoma-Arkansas Tele- 
phone Co., O. H. Hall et al. vs. Patrick J. Farrell, chairman of 
the Interstate Commerce Commission, and other members of 
that body, has been filed in the Supreme Court of the District 
of Columbia. The object of the relators is to compel the Com- 
mission to take jurisdiction in No. 24336, Oklahoma-Arkansas 
Telephone Co. vs. Southwestern Bell Telephone Co., opinion No. 
17793, 183 I. C. C. 771, a complaint dismissed by the Commission 
on the ground that paragraph 1 of section 3 of the interstate 
commerce act did not apply to prejudice or preference between 
common carriers engaged in the transmission of intelligence 
by telephone. 

While the Commission so held, it also found that the failure 
and refusal of the defendant actively to connect with and per- 
mit the use of the toll lines of the complainant between Poteau, 
Okla., and Fort Smith, Ark., for the transmission of messages 
from Poteau and other points in Okalhoma to Fort Smith, had 
not been shown to be unduly prejudicial or preferential. The 
Commission said the record was devoid of evidence of competi- 
tion of any kind between the communities said to be preferred 
and the communities said to be unduly prejudiced. It said that 
it had frequently pointed out that “ordinarily” undue prejudice 
or preference could not exist under section 3 (1) in the absence 
of competition. 

The petition, hearing on which is to be had on Sept. 5, 
alleges that the Commission’s order of dismissal approves and 
enforces irreparable injury to the plaintiffs, some of whom are 
telephone users. It asserts also that the Commission has full 
and complete jurisdiction. 


COTTON BELT ACQUISITION 

The Commission has been advised that the three judge 
federal court at Frankfort, Ky., has dismissed the bill in equity, 
No. 1137, Missouri Pacific et al. vs. United States, in which the 
Missouri Pacific and the Texas & Pacific sought to enjoin the 
orders of the Commission permitting the Southern Pacific to 
acquire the St. Louis Southwestern (Cotton Belt) and changing 
its plan for the consolidation of the railroads of the country 
into a limited number of systems so as to take the Cotton Belt 
from system No. 11, the Illinois Central system, to system No. 
16, in which the Southern Pacific is the main stem. 


MISSOURI PACIFIC TRUSTEES 

L. W. Baldwin and Guy Thompson have been appointed 
permanent trustees of the Missouri Pacific Railroad. Their 
tenure was declared by United States Circuit Judge Faris, fol- 
lowing the hearing of arguments in St. Paul, Minn. The judge, 
who was on a fishing vacation in Minnesota, went to St. Paul 
for the hearing. Shippers who have been contesting Mr. Bald- 
win’s selection had asked for his removal. Judge Faris denied 
their petition and made the appointments permanent. 


ANTHRACITE TO NEW ENGLAND 
Tariffs reducing the rates on anthracite coal from Pennsyl- 
vania to eastern and southern New York and to New England, 
agreed upon by the railroads some time ago, have been filed 
with the Commission dated to become effective Aug. 11. (See 
Traffic World, July 29, p. 177.) The Commission authorized the 
filing of the tariffs on ten days’ notice. 


WEIGHT TOLERANCE RULE 
The Commission, in I. & S. No. 3654, weight tolerance rule, 
has refused to go into the question involved in that case again. 
It has denied the petition of the Fullerton Lumber Co. and the 
St. Anthony & Dakota Elevator Co. of Minneapolis for rehearing 
and hearing before the entire Commission. 


FINANCE DIVISION MEMBERS 
The members of division 4 of the Commission, which han- 
dles finance cases, are Commissioners Meyer, Brainerd and 
Mahaffie. Commissioner Eastman, now federal coordinator of 
transportation, was a member of this division for years. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 











REGULATION OF COMMON CARRIERS 


(District Court, E. D. Louisiana, Baton Rouge Division.) 
Suit to restrain collection of registration tax on trucks amount- 
ing to $4,194.80, when considered with penal provisions and 
value of right to do business, held to disclose jurisdictional 
amount (Act La. No. 297 of 1928.) (Aero-Mayflower Transit 
Co. vs. Grosjean, 3 Fed. Sup. 527). 

Generally, in Louisiana, suit does not lie to recover taxes 
paid under protest.—Ibid. 

Equity has jurisdiction unless remedy at law is plain, ade- 
quate, and complete and as efficient.—Ibid. 

Where remedy at law is doubtful, equity jurisdiction will be 
maintained.—Ibid. 

Interstate motor carrier, sought to be subjected to Louisi- 
ana registration tax on trucks, held without adequate remedy 
at law, entitling it to maintain suit for injunction (Act La. No. 
297 of 1928).—Ibid. 

Louisiana Motor Vehicle Registration Act, as applied to 
nonresident interstate motor carrier operating trucks over high- 
ways of state, held not to deprive carrier of property without 
due process, nor to deny carrier equal protection of law (Act 
La. No. 297 of 1928; Const. U. S. Amend. 14).—Ibid. 

Louisiana act imposing license taxes on interstate motor 
carriers held within power of state where tax is used ex- 
clusively for highway purposes (Act. La. No. 297 of 1928).—Ibid. 





(Supreme Court of Oklahoma.) Motor carrier operating 
busses under jurisdiction of corporation commission held “trans- 
portation company” within statute authorizing suit in any county 
through which line passes (St. 1931, Secs. 113, 3692). (Jacobsen 
et al. vs. Howard, 23 Pac. Rep. (2nd) 185.) 

Carrier of passengers for reward must provide vehicles safe 
for such purpose (St. 1931, Sec. 9261).—Ibid. 





(Supreme Court of California.) State may enact reason- 
able police regulations to govern local operations of instrumen- 
talities engaged in interstate commerce, but may not under 
guise of police regulations place unreasonable burdens on in- 
terstate commerce (Gen. Laws 1931, Act, 5129, Sec. 9). (Meyers 
vs. Railroad Commission, 23 Pac. Rep. (2nd) 26.) 

To deny certificate of public convenience and necessity to 
interstate carrier other than in interest of public health, 
security, safety, convenience, and general welfare is to place 
unreasonable burden on interstate commerce contrary to Federal 
Constitution (Gen. Laws 1931, Act 5129, Sec. 9).—Ibid. 

That person engaged exclusively in interstate or foreign 
commerce does not leave state does not give state right to 
require him to desist until he obtains certificate of public 
convenience and necessary (Gen. Laws 1931, Act 5129, Sec. 9).— 
Ibid. 

Origin and destination of a shipment determine its char- 
acter, and once the interstate character attaches, it remains 
throughout the movement of the goods (Gen. Laws 1931, Act 
5129, Sec. 9).—Ibid. 

Railroad Commission’s order requiring person engaged ex- 
clusively in interstate and foreign commerce within state to 
desist until he should have obtained certificate of public con- 
venience and necessity held direct burden on interstate and 
foreign commerce and void (Gen. Laws 1931, Act 5129, Sec. 9). 
—Ibid. 





(Supreme Court of Texas.) Where statute exempted cer- 
tain designated farm implements from vehicle registration tax, 
further exemption of implements of husbandry operated tem- 
porarily on highway exempted motor vehicles, other than those 
expressly enumerated, which were used primarily as farm 
vehicles, and which were temporarily operated on highways 
(Vernon’s Ann, Civ. St., arts. 6675a—1, 6675a—2). (Allred vs. 
J. C. Engelman, Inc., 61 S. W. Rep. (2nd) 75). 

Corporation’s trucks used in hauling water to citrus trees 
on its land and on land owned by others who contracted with 
corporation for irrigation of their orchards held “implements 
of husbandry” within statutory exemption from registration tax 
(Vernon’s Ann. Civ. St., arts. 6675a—1, 6675a—2).—Ibid. 

Corporation’s trucks used in carrying gasoline and oil from 
corporation’s garages to its tractors which were being used in 
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various orchards and fields held “implements of husbandry” 
within statutory exemption from registration tax (Vernon’s Ann. 
Civ. St., art. 6675a—1, 6675a—2).—Ibid. 

Where trucks used in furnishing water for irrigation trav- 
eled on highway only in passing from orchard to orchard or 
from source of water supply to particular orchards where water 
was discharged, trucks held operated “temporarily” on highway 
within statutory exemption from registration tax (Vernon’s Ann. 
Civ. St., arts. 6675a—1, 6675a—2).—Ibid. 

That trucks used in furnishing water for irrigating orchards 
were operated for hire under orchard service agreement with 
orchard owners held not to render statutory exemption from 
registration tax inapplicable (Vernon’s Ann, Civ., art. 6675a—2). 

That trucks were operated for hire did not render exemp- 
tion inapplicable, since Vernon’s Ann. Civ. St., art. 6675a—2 only 
excepts from the exemption “farm-trailers” and “farm-semi- 
trailers,” and the express statement that the exemption should 
not apply to such vehicles when used for hire was an implied 
expression of intention on the part of the legislature that the 
exemption should apply to all other exempt vehicles whether 
used for hire or not.—TIbid. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 22 totaled 
648,914 cars, according to the car service division of the Amer- 
ican Railway Association. This was an increase of 708 cars 
above the preceding week this year, and 147,002 cars above the 
corresponding week in 1932, but a reduction of 93,567 cars 
below the corresponding week in 1931. 

Loading of all commodities the week ended July 22 showed 
increases over the preceding week this year except grain and 
grain products and miscellaneous freight. All commodities 
showed increases over the corresponding week last year. 

Miscellaneous freight loading for the week of July 22 totaled 
235,074 cars, a decrease of 4,091 cars below the preceding week, 
but an increase of 57,489 cars above the corresponding week in 
1932. It was, however, a decrease of 43,932 cars under the same 
week in 1931. 

Loading of merchandise less than carload lot freight totaled 
171,468 cars, an increase of 802 cars above the preceding week, 
and 3,972 cars above the corresponding week last year, but 
40,647 cars under the same week two years ago. 

Grain and grain products loading for the week totaled 48,904 
cars, a decrease of 2,485 cars below the preceding week. It 
was, however, an increase of 7,718 cars above the correspond- 
ing week last year but a decrease of 3,942 cars below the same 
week in 1931. In the western districts alone, grain and grain 
products loading for the week ended July 22 totaled 33,239 cars, 
an increase of 6,813 cars above the same week last year. 

Forest products loading totaled 28,704 cars, 629 cars above 
the preceding week, 13,055 cars above the same week in 1932, 
and 1,571 cars above the same week in 1931. 

Ore loading amounted to 26,248 cars, an increase of 2,628 
cars above the week before, and 19,626 cars above the corre- 
sponding week in 1932, but 9,600 cars below the same week in 
1931. 

Coal loading amounted to 116,399 cars, an increase of 2,961 
cars above the preceding week, 39,691 cars above the corre- 
sponding week in 1932, and 4,231 cars above the same week in 
1931. 

Coke loading amounted to 6,464 cars, 148 cars above the 
preceding week, 3,993 cars above the same week last year, and 
1,409 cars above the same week two years ago. 

Live stock loading amounted to 15,653 cars, an increase of 
116 cars above the preceding week, 1,458 cars above the same 
week last year, but a decrease of 2,657 cars below the same 
week two years ago. In the western districts alone, loading 
of live stock for the week ended on July 22 totaled 11,671 cars, 
an increase of 621 cars compared with the same week last 


r. 
All districts reported increases in the total loading of all 


commodities compared with the same week in 1932. All dis- 
tricts reported decreases, compared with the corresponding 
week in 1931, except the Pocahontas, which showed an increase. 

Revenue freight loading by districts the week ended July 
22 and for the corresponding period of 1932 was reported as 
follows: 


Eastern district: Grain and grain products, 7,653 and 7,320; live 
stock, 1,555 and 1,366; coal, 26,283 and 17,064; coke, 1,512 ‘and 769; 
forest products, 1,825 and 1,531; ore, 3,157 and 1,248; merchandise, 
L. L., 47,732 and 44,225; miscellaneous, 58,166 and 39,937; total, 
1933, 147, 883; 1932, 113, 460; 1931, 162,456. 

‘Allegheny district: Grain and grain products, 4,408 and 3,789; 
live stock, 1,278 and 901; coal, 30,098 and 19,696; coke, 3,088 and 945; 
forest products, 1,405 and 910; ore, 5,145 and 712; merchandise, L. C. 
L., 34,580 and 34,115; miscellaneous, 54,224 and 33,723; total, 1933, 
134, 226; 1932, 94,791; 1931, 146,017. 

Pocahontas district: Green’ and grain products, 474 and 401; live 
stock, 209 and 184; coal, 34,908 and 22,886; coke, 249 a ag forest 
gee 928 and 432; ore, 63 and 17; merchandise, a 5,323 

miscellaneous, 5,519 and $,902; total, 19837 47, ers! 1932, 
32, $43: 81, 46,223. 
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Southern district: Grain and grain products, 3,130 and 3,250; live 
stack, 940 and 694; coal, 15,321 and 10,214; coke, 400 and 182; age 
products, 8,225 and 5,055; ore, 537 and 100; merchandise, L. C. L. 
28,712 and 27,585; miscellaneous, 33,487 and 24, 090; total, 1933, 90,7: 52: 
1932, 71,170; 1931, 104,181. 

‘Northwestern district: Grain and grain products 13,162 and 5,808; 
live stock, 4,618 and 3,320; coal, 3,412 and 2,158; coke, 1,033 and 330; 
forest products, 7,366 and 3,096; ore, 15,517 and 2,713; merchandise. 
L. C. L., 19,741 and 20,668; miscellaneous, 25,666 and 22,280; total, 
1933, 90, 515; 1932, 60,367; 1931, 106,551. 

Central western district:' Grain and grain products, 15,291 and 
15,327; live stock, 5,647 and 5,974; coal, 4,054 and 2,756; coke, 73 and 
= forest products, 5,185 and 2 ,937; ore, 1,596 and 1,599; merchandise, 

Cc. L., 22,934 and 23,513; miscellaneous, 34,196 and 33,727; total, 
1933 88,976; 1932, 85,905; 1931, 115,512. 

Southwestern district: Grain and grain products, 4,786 and 5,291; 
live stock, 1,406 and 1,756; coal, 2,323 and 1,934; coke, 109 and 46; 
eg products, 3,770 and 1,694; ore, 233 and 233; merchandise, L. C. 
L., 12,446 and 13, 696; miscellaneous, 23,816 and 19,926; total, 1933, 
48, 889; 1932, 43,576; 1931, 61,541. 

Total, all roads: Grain and grain products, 48,904 and 41,186; live 
stock, 15, 653 and 14,195; coal, 116,399 and 76,708; coke, 6,464 and 2,471; 
forest products, 28, 704 and 15, 649; ore, 26, 248 and 6,622; merchandise, 
L. C. L., 171,468 and 167,496; ‘miscellaneous, 235,074 and 177,585; total, 
1933, 648, 914; 1932, 501, 912; 1931, 742,481. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 


Four weeks in January 1,910,496 2, 266,771 


Four weeks in February 1,957,981 
Four weeks in March 1,841,202 
Dive WEGEs in APMTH....cccccccces 2,504,745 
Four weeks in May 
Four weeks in June 
Week ended July 1 
Week ended July 8 
Week ended July 15 6 
Week ended July 22 648, 914 


ONE ho sasdwisres cies edigianewinn 15,078,061 


STEEL AND RAILROADS 


R. V. Fletcher, general counsel of the Association of Rail- 
way Executives, has filed with the national recovery administra- 
tion a memorandum relating to the possible effect of provisions 
in the proposed code for the steel industry on steel prices and 
purchases of steel by the railroads. 

Mr. Fletcher said the employment program of President 
Roosevelt obviously contemplated that where an industry had 
its costs of production increased by reduction in hours of labor 
or increases in rates of pay, in accordance with the program, 
it should be permitted to increase its prices to consumers in 
order to recoup its loss. 

“The railroads are not finding fault with such an under- 
standing, which is obviously equitable,” said he. “At the same 
time, the railroads call attention to the fact that, if they are 
required to pay more for steel by reason of agreements and 
codes brought about by the operation of the act, they will not 
be in a position to increase their prices to compensate for the 
increase ‘in the amount of their expenses. The railroads are 
public service companies and their rates are regulated by pub- 
lic authority. It follows, therefore, that the railroads are in a 
different position from that sustained by ordinary industry, in 
that they may not increase their charges except as a result 
of application to public authority. Such application ordinarily 
leads to hearings, which are often protracted, and which some- 
times result in findings that the increased rates are not justi- 
fied. 

“Our purpose in filing this memorandum is to call attention 
to the peculiar situation of the railroads and to urge the view, 
in any action taken with reference to the code in question, 
that due and careful consideration should be given to the fact 
that the railroads buy practically one-fifth of all the steel pro- 
duced in the country and that they are not at liberty, without 
approval of public authority, to increase their rates and charges 
so as to compensate for any increased expenses which may 
grow out of the adoption of the code.” 


501,912 
15,529,421 


742,481 
21,283,399 


TRANSPORTATION LEGISLATION 


President Roosevelt’s transportation committee, headed by 
Secretary Roper, of the Commerce Department, has decided that 
the initial work looking to preparation of a transportation legis- 
lative program for the next session of Congress should be left 
with Coordinator Eastman, who has the specific duty under the 
Roosevelt emergency transportation act to make a study of the 
entire transportation situation and base thereon recommenda- 
tions for legislation. 

The President’s committee, according to Secretary Roper, 
will hold itself in readiness to act in an advisory capacity to the 
coordinator until late in the fall, when it plans to get down to 
brass tacks and carry out the President’s instructions by pre 
paring a comprehensive legislative program on the transportation 
problem. The committee, it is expected, will make use of infor- 
mation developed by the coordinator and his staff, in preparing 
the President’s proposed legislation. 
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COORDINATION OF TRANSPORTATION 


The Trafic World Washington Bureau 


Coordinator Eastman has written to Secretary Ickes, chair- 
man of the special board for public works, suggesting a revision 
of a list of priorities to be followed in making allotments from 
the fund of $400,000,000 appropriated by Congress to aid recov- 
ery through the construction of highway works, so as to bring 
the elimination of railroad crossings from the bottom of that 
list to a higher place. The list, prepared by Secretary Wallace, 
of the Department of Agriculture, so treats grade crossing elim- 
inations as the things to be considered last. The chief of the 
bureau of public roads, a subordinate of the Secretary of Agri- 
culture, Mr. Eastman said, he was informed, had rated grade 
crossing elimination second. 


The suggestion of a better place for grade crossing elimina- 
tion, aside from the reasons of humanity, is based upon the 
idea that elimination work, for each dollar expended, will give 
employment to more men than the dollar spent for highway 
construction. 


In his letter to Secretary Ickes, Coordinator Eastman said 
he was dealing with a matter as to which he had no official 
responsibility but was so related to his work that he felt war- 
ranted in writing about it. Naturally, he said, he did not know 
the reasons which the Secretary of Agriculture had for placing 
grade crossing elimination last on the list, admitting that they 
might be very good reasons. However, he said elimination was 
a matter of great importance from the standpoint of public 
safety, therefore he recited statistics to Mr. Ickes concerning 
grade crossing Casualties, which, according to the figures, 
reached a peak in 1929 with 2,485 killed and 6,804 injured. Money 
spent for elimination of the most dangerous grade crossings, 
therefore, he said, would be money exceedingly well spent from 
the standpoint of public safety. He sent to Mr. Ickes copies 
of reports on the subject by Commissioner McManamy and ob- 
servations by the Commission in the Fifteen Per Cent Case, 
1931. The Commission in that report called attention to the 
fact that the railroads, as cities expanded and public highways 
multiplied in number and use, had been and were being called 
upon to invest great amounts of capital in alterations of their 
properties which were often, from a strictly railroad point of 
view, very largely non-productive. In part, Mr. Eastman said: 


Grade crossing elimination has been a most painful thorn in the 
flesh of the railroads. The conditions which impel such elimination 
with continually increasing force have been created, not by the rail- 
roads, but by their competitors, the motor vehicles. From a railroad 
standpoint, moreover, the heavy capital expenditures involved in such 
elimination fall far short of paying their way. 

Use of public works funds for the elimination of these crossings 
would, therefore, be a great boon to the railroads, so far as capital 
expenditures are concerned. At the same time it would have a very 
healthy effect, both for the railroads and for their employes, in in- 
creasing traffic and employment while the construction is going on. 

I have been informed that one possible reason for putting grade 
crossing elimination last on the list of projects may be a belief that 
such work will increase employment relatively less than certain other 
projects. As to this I have no personal information, but I am send- 
ing you herewith a report on this point which was prepared for the 
Association of Railway Executives by a group of railroad engineers. 
Perhaps you have already seen it. 

If I can be of any use to you in this matter, by personal interview 
or in the way of collecting information or in any other manner, 
please feel free to call upon me. My belief is strong that use of the 
public works fund in the elimination of railroad grade crossings would 
be most beneficial to the railroads and to the country as a whole, 
having in mind not only public safety, but railroad traffic and employ- 
ment and other employment as well. 


Suggestions and cost studies to show that grade crossing 
elimination work, dollar for dollar, would put more men to work 
than on highway construction were submitted to Mr. Eastman 
by the Association of Railway Executives. They were based on 
studies made by a group of railroad engineers. 

Coordinator Eastman also asked for data on the subject 
from the Commission’s Bureau of Valuation. Their study con- 
firmed the conclusions of the railroad engineers. The valuation 
engineers said they had cost studies on many grade crossing 
elimination projects. They selected thirty-six as typical. In 
sending their report to Mr. Ickes, Mr Eastman said: 


You will note that the investigation of 36 projects selected at 
random indicates that the ratio of labor expenditures to total expendi- 
tures was 32.6 per cent. Our engineers believe that it would run 
about 35 per cent generally. In contrast, the similar ratio in the 
case of highway construction work is probably under 20 per cent. Our 
engineers endorse the report made to the Association of Railway 
Executives by the group of railroad engineers. 


Officials of Bucyrus, O., have written to Coordinator Esat- 
man suggesting that the removal of work now being done in 
New York Central shops at that point will interfere with the 
recovery policy of the Roosevelt administration. The work here- 
tofore done at Bucyrus, O., is being done at the Collinwood shops 
hear Cleveland. The coordinator has told them that he has 
taken the matter under consideration. He would have juris- 
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diction over the matter if it were shown that the practice of 
the New York Central resulted in waste. 

Coordinator Eastman has decided to adhere to the con- 
struction he has placed upon section 7 (b) of the emergency 
railroad transportation act as not applying “to any lawful action 
taken by individual carriers or carriers jointly which does not 
result from any authority conferred by the act or involve the 
use of any agency or mechanism which it creates.” Officers of 
the Railway Labor Executives’ Association, disagreeing with 
that construction, had a conference with him on the subject 
with a view to having him change his mind. 

The construction placed upon that part of the statute was 
announced by Mr. Eastman on account of letters received by him 
conveying the impression that the writers believed that that 
part of the law protected them absolutely from dismissals or 
furloughs after the date of the emergency act. That impression, 
Mr. Eastman said, in his opinion was not correct. (See Traffic 
World, July 29, p. 175.) 


Coordinator Staff and Pay 


In response to inquiries as to salaries paid to members of 
his staff, Coordinator Eastman, August 3, made public salaries 
in excess of $4,000 a year, the list being topped with those of 
the three regional directors and the director of transportation 
service, who each receive $15,000 a year. The salaries then drop 
to $8,500 a year for each of the three regional traffic assistants, 
and for a member of the research staff. The salaries in excess 
of $4,000 a year total $199,200. 

At the same time the coordinator announced additional ap- 
pointments to his staff which, so far as principal apnointments 
are concerned, virtually complete his organization. A few addi- 
tional appointments may be made. The personnel in the co- 
ordinator’s organization, both in the field and in Washington, 
including stenographers and messenger boys, now totals 44. 

In Washington the coordinator and his immediate aids oc- 
cupy the same suite of offices he used as commissioner plus 
one addittional room, making a total of six rooms. In the Hur- 
ley-Wright building, across the street from the Commission 
building, the coordinator’s force is using one floor and eight 
rooms on two other floors. In the field each of the three re- 
gional directors along with the traffic assistants have offices. 
The staffs of these officers consist of a clerk and stenographer 
for each. It may be that a few additions, if found necessary, 
may be made in the regional offices. 

The coordinator’s statement on additional appointments and 
salaries follows: 


Since the original announcement of appointments (see Traffic World, 
July 15, p. 93) to the coordinator’s staff, the following have been 
added. 

N. D. Ballantine, assistant director, Section of Car Pooling. 

Walter Bockstahler, assistant director, Section of Transportation 
Service. 

Edward M. Johnson, assistant, Section of Transportation Service. 

Arthur F. White, assistant, Section of Transportation Service. 

Robert C. King, assistant, Section of Transportation Service. 

Carroll W. Brown, assistant director, Section of Purchases. 

George A. Cooper, assistant, Section of Purchases. 

H. P. Dalzell, assistant, Section of Purchases. 

Charles S. Morgan, Research Staff. 

Norman D., Haley, Research Staff. 

F. R. Bell, Research Staff. 

P. A. Conway, Research Staff. 

H. D. Folsom, Research Staff. 

R. E. Freer, Reserach Staff. 

W. L. Fulton, Research Staff. 

L. T. Paxton, Research Staff. 

Warner Tufts, Research Staff. 

T. K. Urdahl, Research Staff. 

H. C. Wilson, Research Staff. 

Biographical sketches are appended. Morgan and Haley are 
employes of the Commission, and their services have been loaned to 
the coordinator. Bell, Conway, Folsom, Freer, and Fulton are fur- 
loughed employes of the Commission’s bureau of valuation. 

Inquiries have been made as to the salaries which the assistants 
of the coordinator are receiving. Work with the coordinator is tem- 
porary in character. His term of office ends on June 16, 1934, 
unless extended, for a period not longer than one year, by the Presi- 
dent. The research work preliminary to recommendations for legis- 
lation will be even shorter in duration, and in most instances is not 
likely to extend beyond November 1, 1933. Because of the tem- 
porary character of the work, considerable expense is involved for 
assistants who have been obliged to make their headquarters at 
Washington, New York, Chicago, or Atlanta and at the same time 
maintain homes elsewhere. The coordinator, also, has found it neces- 
sary to secure the assistance of men with a high degree of skill and 
experience and of recognized standing in railroad work, but has not 
thought it wise to attempt to draft the services of executives of the 
larger railroads who might afford to serve the government regardless 
of compensation. The reasons are obvious. Salaries have been af- 
fected by these and other considerations. 

The salaries which are at a rate in excess of $4,000 per year 
are as follows: 


V. V. Boatner, western regional director................cceeeeee $15,000 
EX. 2. GOPIRM, GRBEOTH TOBTOUM GIOCHIE . occ cc cc ccccccccccccccce 15,000 
Cc. E, Weaver, southern regional director..............cceeeeeees 15,000 
J. R. Turney, director, Section of Transportation Service....... 15,000 
eee 8,500 
W. H. Chandler, eastern traffic assistant...................000ee 8,500 
C. E. Hochstedler, western traffic assistant..................00. 8,500 
R. L. Lockwood, director, Section of Purchases...,..,.......... 7,500 
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When it on the FRIE- it 
“ON THE MOVE 


When will it get there? That’s the chief interest of buyer or 














seller in choosing a shipping service. The railroad that gets his 


business is the one that keeps his freight “on the move’’. 





To this end, Erie has constantly introduced time-saving changes 
in operating methods. Rescheduling of labor shifts at terminals 
to provide faster handling for L.C.L. freight ... operation of 
mixed trains to prevent long lay-overs . .. concentration of 
switching operations to effect savings in time ... these are but a 
few of the reasons why Erie enjoys a reputation for keeping 


freight “on the move”’, 
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©. C. Castie, director, Section of Car Pooling. ........cccccccecs 7,500 
J. W. Carmalt, executive and legal assistant................006- 7,500 
ee een ee eee 7,500 
N. D. Ballantine, assistant director, Section of Car Pooling...... 6,000 
W. Bockstahler, assistant director, Section of Transportation 
DED. Anidocbstnecds geet cena ras thdbieestidineeeebascas.e ieee 6,000 
C. W. Brown, assistant director, Section of Purchases.......... 5,400 
G. A. Cooper, assistant, Section of Purchases............-....65 4,200 
is ss I IIE 6 6. 5:0:5:5:5.0 066:5/0:0'00 6.006.000.0000 e 6 eee oe 8,500 
ee i, IE i 0:06 6:3 6605-609 00-4060800 buieeawinenvee --. 8,000 
ee ia bie uld Co 6 sade RAK DEKE CADE ONC eo Coed 8,000 
Ee ey rer ere 8,000 
es ee EB oo occ cdcsecstensetetcseessecceesesons 5,500 
a a 0 dh gai aah Ose bid MIO H-0 oe wba Ae eR Ree 5,400 
ee Ee re ee rr ee ere 5,100 
re te I  ,  6.5:6:4506:6:0 0 06:6 0.4:0-0.0- 66.0 0:6.00-6 6 610:6:6:08:60% 4,800 
a ee ree ee 4,800 


As a matter of interest, many salaries of $25,000 and more were 
paid by the United States Railroad Administration, when it operated 
the railroads during the world war, the maximum being $50,000. 


New Appointees 


N. D. Ballantine. Born Booneville, Mo. 1872. Ten years with 
Kansas City, Fort Scott & Memphis, beginning as telegraph operator. 
Two years auditor and ticket agent, Manitou & Pikes Peak. Fifteen 
years with Kansas City Southern, ending as Superintendent of Trans- 
portation. Twelve years with Rock Island System, ending as Assis- 
tant to Vice-President in charge of Operation. Nineteen months,, U. 
S. Army, ending as General Superintendent of Transportation, A. E. 
F., in France. One year, U. S. Railroad Administration, Assistant 
Manager Car Service Division. Three years with Union Pacific as 
Superintendent of Transportation. Four and one-half years with 
Seaboard Air Line as Assistant to President, on research into trans- 

ortation economics, local and national. Thereafter in business as 
ransportation Consultant. Made studies of National Railways of 
Mexico and Interstate Railways of Central America, and for Security 
Owners’ Association. 


Walter Bockstahler. Born Evansville, Ind., 1889. Entered service 
Wabash 1908 and served with that railroad in various positions until 
1918, ending as westbound freight agent. 1918-30, traffic manager, 
manager, assistant treasurer, vice-president, U. S. Freight Company 
and subsidiaries. 1931, vice-president, Commerce Freight Company. 
1932-33, president Atlas Freight, Inc. President, Traffic Club of 
New York, 1930-31. Chairman, Finance Committee, Associated Traffic 
Clubs of America, 1929-33. 


Edward M. Johnson. Born Clyde, Kansas, 1893. A. B., University 
of Kansas, M. A., University of Wisconsin. Newspaper work and 
overseas service, 1916-19. Instructor, assistant professor, associate 
professor, Department of Journalism, University of Wisconsin, 1919-26. 
Professor of Journalism, University of Minnesota, 1926-29. Vice-presi- 
dent, advertising and sales promotion, The Travel Guild, Inc., Chi- 
cago, 1929-33. Independent study of railroad sales and advertising 
methods, 1930-33. 

Arthur F. White. Born Manhattan, Kansas, 1895. A. B., Pomona 
College, Claremont, California. Western Union Telegraph Company, 
Los Angeles, 1916-17. Pacific Electric Railway Company, 1918. South- 
ern Pacific Company, President's office, clerk, statistician, and execu- 
tive assistant, 1918-33. 

Robert C. King. Born, Junction City, Kans., 1901. B. S., Uni- 
versity of Colorado, 1923. M. C. E., Cornell, 1933. Nine years civil 
engineering work embracing design and construction large industrial 
projects, including installation and operation of various materials 
handling and transportation systems. Research in transportation 
economics, railroad operation, and design of freight terminals, at 
Kansas State College and Cornell University, 1932-33. 


Carroll W. Brown. Graduate of Massachusetts Institute of Tech- 
nology. Secretary and Treasurer, Brown Hoisting Machinery Com- 
pany of Cleveland, Ohio. 


George A. Cooper. Born Mt. Pleasant, Pa., 1901. Superintendent 
of Materials, Monongahela West Penn Public Service Co., Fairmont, 
W. Va., 1925, to September, 1928. Assistant Chief Business Specialist, 
Division eee Practice, Bureau of Standards, September, 1928, 
to July, 1933. 

H. P. Dalzell. Born Philadelphia, 1903. With Bureau of Stand- 
ards from 1917 to 1933, ending as Assistant Business Specialist, Di- 
vision of Simplified Practice. 


Charles S. Morgan. Born Niles, Mich., December 29, 1891. A. 
B., University of Michigan, 1914; Ph.D., Yale University, 1920. As- 
sistant and associate economist, U. S. Bureau of Standards, 1918- 
1920, economist, Interstate Commerce Commission, 1920-23, member 
research staff, Brookings Institution, 1923-1927, senior and principal 
economist, Interstate Commerce Commission, since 1927. Author of 
works in field of public utilities and transportation. 


Norman B. Haley. Born New York, 1885. Entered service Ban- 
gor & Aroostook, 1906. With American Express Company 1907-1910. 
Since 1910 with Interstate Commerce Commission in various financial 
positions and beginning with 1920 has been engaged in considering 


carrier finance. 

Patrick A. Conway. Born New York City, 1882. LL. B. and M. 

L., Georgetown, 1919. Entered service Lehigh Valley, 1903, and 
served in various freight office positions until 1912. Tariff examiner, 
rate clerk, and assistant attorney, Interstate Commerce Commission, 
1912-20. Traffic counsel, Court of Industrial Relations and Public 
¥ Utilities Commission, Kansas, 1920-23. Commerce counsel, Western 
Petroleum Refiners’ Association, 1923-25. Examiner, Bureau of Val- 
uation, Interstate Commerce Commission, 1925-33. Member, District 


of Columbia bar, 
Hinman D. Folsom. Born Salt Lake City, Utah, 1876. LLB., 
Admitted to Bar in New York, 1901. Mem- 


Cornell University, 1901. 

ber of Bar of U. S. Supreme Court. Engaged in general practice for 
22 years, in part as Attorney on War Work and Assistant U. S. 
Attorney and as counsel for Alien Property Custodian for State of 
Washington. Examiner and Assistant Chief Valuation Examiner, 
Interstate Commerce Commission, 1925-33. 

Robert E. Freer. Born Cincinnati, O., 1896. LL.B. Cincinnati 
Law School, 1917. LL.M. Washington School of Law, 1929. Practical 
law in Cincinnati, 1917-25. Attorney, Bureau of Valuation, Inter- 
state Commerce Commission, 1925-33. Professor of Law, St. Xavier 
College, Law School, Cincinnati, 1922-24, and Washington College of 


Law, 1926-33. 

William L. Fulton. Born Oxford, Miss., 1883. B.S., University 
of Mississippi, 1904. Maintenance and construction Gulf & Ship 
Island, 1904-7, 1909-10. Instructor College of Engineering, State Uni- 


versity of Iowa, 1907-9. Assistant Professor, Department of Engin- 
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eering, University of Vermont, 1910-14. Engineering assistant 
then examiner, Bureau of Valuation, Interstate Commerce Cor 
mission, 1914-1933. ™ 


Edward T. Paxton. Born in New Jersey, 1892. 
gers College. M.A., 1916, University of Texas. Twelve years’ 
perience in governmental research, including staff and executh 
work for University of Texas, Philadelphia Bureau of Municipa 
Research, and state leagues of municipalities in Texas and Ne 
Jersey. Three years’ research in transportation problems. 

Warner Tufts. Born Chicago, Ill., 1898. A.B., 1923, Columb 
University. Associated with Traffic Studies for 178th Street, Hudsor 
River Bridge under Port of New York Authority 1925. Subsequent 
with City Housing Corporation, New York City. With Scarr Trang. 
portation Service, New York City, 1926-28. In charge of statisticaj 
and research activities, National Association of Motor Bus Operators 
1928-32. Associated with Brookings Institution in studies on },. 
half of National Transportation Committee, 1932-33. 

T. K. Urdahl, Born Madison, Wis., 1869. Graduate student gt 
the University of Wisconsin, Pennsylvania and Berlin. B.L., ML 
Ph.D., University of Wisconsin, Professor of Social Science, Cojo! 
rado College, professor of economics, University of Wisconsin, ang 
Swarthmore College, Visiting Professor of Banking and Finance 
University of Southern California. Examiner, Federal Trade Com: 
mission during the war; senior examiner, Emergency Fleet (or. 
poration, 1918; examiner, Interstate Commerce Commission, 1921, 

Henry C. Wilson. Born Vandalia, Ill., 1878. LL.B. and LLM 
Washington College of Law. Spanish-American War, 1898-99. Rail: 
road service Illinois Central, Chicago & Northwestern, Great North. 
ern-Burlington Lines, in various positions, 1898-1908. With Inter. 
state Commerce Commission, 1908-1922, ending as attorney examiner. 
Traffic Commissioner, Sioux City (Iowa) Chamber of Commerce, 


B.S. 1914 Rut 








1922-29. Practice of law, Washington, 1930-33. 
Francis R. Bell. Born Buffalo, N. Y., 1888. LL.B., LL.M., Na- 
tional University Law School, Washington. Entered service New 


York Central, 1904, and held various engineering positions with that 
railroad until 1915, serving under William J. Wilgus on appraisal 
work. With Bureau of Valuation, Interstate Commerce Commission, 
first as engineer and then as attorney, 1915-33. Admitted to Bar 
of Supreme Court of the United States 1926. 

In addition to the names carried in the coordinator’s state 


ment, E. J. Reynolds, of the New York Central system, has 
been added to the staff of Director Turney. 

In accordance with the requirements of the coordinator act, 
the railroads have paid into the expense fund of the coordinator 
approximately $400,000. They were required to pay at the 
rate of $1.50 for every mile of road operated on Deecmber 31, 
1932. 

Plans of Coordinator 

Under that part of the coordinator act providing for the 
effecting of economies in railroad operation, the coordinator’s 
staff is engaged in making studies and inquiries along lines 
outlined by Mr. Eastman in his statement on organization pub- 
lished in The Traffic World of July 15, p. 93, and in his state. 
ment to the railroad regional committees published in The 
Traffic World of July 22, p. 139. 

Coordinator Eastman emphasizes the fact that the emer- 
gency railroad transportation act contemplates that the rail 
roads, through the railroad regional committees required to 
be set up by the act, and the federal coordinator will work 
together in searching out economies in railroad operation and 
management. These railroad committees are engaged in studies 
the results of which will come before the coordinator, and the 
latter and his staff are engaged in studies and inquiries which 
may form the basis of action by the coordinator. 

Mr. Eastman says that whenever the point has been reached 
as the result of the preparatory work that action is proposed, 
he will state what is proposed to be done, and that opportunity 
will be afforded the public to be heard. When the coordinator 
issues recommendations to the railroads for action, he pro- 
poses to announce what they are at the time they are sent to 
the railroad committees. 

Some of the transportation problems which have been made 
the subject of study, such as that with respect to handling less 
carload freight and express traffic, it is pointed out, will in- 
volve an inquiry lasting over a period of considerable time 
before conclusions can be reached. Director Turney is et 
gaged in working on the problem of handling less carload 
freight and express traffic with the assistance of the advisory 
committee announced after the coordinator’s meeting with 
the regional railroad committees July 14. The coordinator 
proposes to call on the railroads to lend employes for the work 
where that is deemed necessary. He also may call on the 
Commission for aid. 


Eastman Says Hire More Men 


Coordinator Eastman has joined the reemployment drive, 
strongly urging the railroads to spend every available dollar in 
putting men back to work. His view is that in doing what he 
calls their part in the drive they will serve their own interests 
as well as those of the country. He has sent the following tel¢ 
gram on the subject to the president of every Class I railroad: 


Reports to me indicate that the railroads have restored about 
40,000 men to work since June 1. This is good, but is it all that 
can be done? A country-wide drive is on to increase employment, 
build up purchasing power, increase production, and sustain it by 
consumption. If all pull together this drive will succeed, but it may 
fail if some hang back. The railroads will gain directly and imme- 
diately if it succeeds, and they have much deferred maintenance 
work which sorely needs to be done. Money spent for such work 


(Continued on page 236) 
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SUGAR CASES OF 1933 


The Commission, in I. and S. No. 3814, sugar from Gulf 
yd south Atlantic points, I. and S. No. 3829, sugar from eastern 
ints to central territory, and fourth section application No. 
30, sugar from Pacific Coast, has denied the petition for 
rehearing filed by the Canal Carriers’ Association (Canal Lines 
precutives’ Committee); the petition of the American-Hawaiian 
steamship Co. et al. for rehearing and reargument; and the pe- 
tition of the Mississippi Valley Barge Line Co. for rehearing 
and/or reargument and/or modification of order. 

Eastern railroads, answering the petition of the Canal Car- 
riers’ Association (Canal Lines Executives’ Committee), for 
hearing in I. and S. No. 3814, sugar from Gulf and south 
jtlantic points, and the cases joined with it, constituting Sugar 
cases of 1933, made the point that the standing of the petitioner 
yas not such as to entitle it to the relief sought because it had 
not participated in the original proceeding unless it was a suc- 
cessor to “Canal Lines Executives’ Committee.” The committee 
did participate in the proceedings, being represented, however, 
by counsel differing from that now appearing for the canal lines, 
" The threat of the canal lines to institute a disastrous rate 
war by further rate reductions, the railroads said, was no ground 
for a rehearing. That threat, the railroads added, amounted 
to nothing more than an exemplification of a determination to 
continue to monopolize the carrying of westbound sugar from 
New @ ine north Atantic seaboard. 

The Baltimore Association of Commerce, also opposing re- 
opening, said the canal lines did not claim that the alleged con- 
ditions outlined in their petition would prevent their continuing 
in the service, but, on the other hand, threatened a reprisal 

has in the form of a reduction in the water line rates. Much of 

the sugar which these lines now handled, the Baltimore answer 
‘act IE said, represented business they had taken from the rail lines 
‘Band from refining points, such as Baltimore, which were de- 
the pendent upon rail service. 

The American-Hawaiian Steamship Co., and other steam- 
ship lines, interested in intercoastal traffic, asked the Com- 
mission for rehearing on the transcontinental eastbound rate 
the feature of the case, in which the Commission authorized the 





















tor’s @ railroads to establish a rate of 65 cents from Pacific Coast 

ines | points to St. Louis, Chicago, and Milwaukee, without reducing 

pub- @ their rates at intermediate points. 

fate: They asserted that if the railroads regained fifty per cent 

The & of the traffic now carried by the steamer lines, the gross rev- 
enues of the rail carriers would be $26,115 less than they re- 

ner- @ ceived on the traffic moving at the rates proposed to be reduced. 


rail: # The steamship lines asserted that the railroads were ready, 

to™ under the 65 cent rate, to transport 25,100 tons of sugar 2,000 
ork & miles over the Rocky Mountains without any compensation what- 
and @ ever and in addition pay a bonus of $26,115 to limit transporta- 
lies # tion through the Panama Canal. They contended, further, that 
the # what the Commission had done in granting fourth section re- 
ich & lief was to set at naught the policy of Congress as declared in 

section 500 of the transportation act of 1920. 


hed Those parts of the petitions for rehearing in these cases 
ed, suggesting a suspension of the tariffs, filed by the carriers 
ity ® under the permission granted them by the decision of July 3, 
tor ® in these cases, were answered by the action of the Commis- 
To @ sion in refusing to suspend the new sugar tariffs dated to be- 
t0 @ come effective July 29. (See Traffic World, July 29.) There 
were also some requests for suspension not parts of petitions 
de for rehearing. 
Application was made by the Mississippi Valley Barge Line 
for rehearing and/or reargument, and/or modification in I. and 
a. 8. No. 3814 and cases joined with it, sugar from Gulf and South 
ad Atlantic points. The application was based on changes in con- 
dition and the allegation, among others, that the Commission, by 


ne 


th its decision, had failed to give due consideration ‘to the mandate 

or of Congress declared in section 500 of the transportation act 
f 1920 

‘k . ‘ 


One change in condition to which the applicant called atten- 
tion was what it deemed to be the passing of the depression. 
Another was the enactment of the national industrial recovery 
act. Still another was what it called the passing of competition 
e, through the disappearance from the rivers of contract operators, 
n who, according to the petition for rehearing, obtained barges 
e from various steel companies as equipment in which to haul 
8 their tonnage. These steel companies, due to the improvement 
2. in their business activities, said the petition, had now withdrawn 
the barges from the contract service. 

“We apologize for the extent of this presentation,” said the 
t petition. “Our excuse is that the threat to protestant’s venture 
is positive and staggering. We courteously request careful 


le 


consideration of this presentation by the entire Commission.” 
The barge line said it must be apparent to the Commission 
that the situation of the rail lines with reference to the questions 
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involved would not be seriously prejudiced by any delay incident 
to a rehearing, especially in view of the possibility of the rail 
lines obtaining, on the movement of sugar, by reason of the 
change of conditions, higher rates than those prescribed, and 
further, in the absence of any evidence by the rail lines, that 
their proposals would produce any additional revenue. 

In conclusion the barge line said it respectfully and seri- 
ously stated that the results of the Commission’s decision in 
this case was not problematic but was certain. 

“It will, from every practical standpoint, result in a prece- 
dent whereby the rail carriers have within their power and by 
virtue of the authority of this Commission the fulfillment of 
their evident intent and purpose, the elimination of water-borne 
tonnage by competitive transportation facilities.” 

Railroads parties to Fourth Section Application No. 14186 
joined with I. and S. No. 3814, sugar from gulf and south At- 
lantic points, in answer to the petition of the Canal Carriers’ 
Association for rehearing, said that the petition of the canal 
lines rested chiefly on changes that might be produced in the 
competitive situation by the national industrial recovery act 
and a contention that the Commission’s powers were limited 
by section 500 of the transportation act of 1920. The railroads 
said that the effect of the recovery statute was highly spec- 
ulative. Section 500, they said, was not intended to prevent 
what the rail carriers were proposing to do, that is, to meet 
controlling competition. They added that certainly there was 
nothing newly discovered about section 500 warranting a re- 
hearing in this matter. 

The Commission has been served with an application for 
injunction, equity No. 10496, Mississippi Valley Barge Line Co. 
vs. United States and Interstate Commerce Commission, filed 
in the eastern division of eastern district of Missouri, in which 
the barge line seeks to prevent the establishment of rates on 
sugar found justified by the Commission in its report on I. and 
S. 3814, sugar rates from Gulf points, which became effective 
on July 29. 

The barge line claims that the rates found justified in that 
case are so low that they will drive privately operated barge 
lines out of business. They are alleged to be from one to 
eleven cents a hundred pounds less than combined barge and 
truck rates. The barge line asserts that its venture into the 
business was undertaken by reason of the assurance that water 
transportation would be preserved in full vigor “under the 
mandate of federal enactments.” 

After setting forth examples of the low rates that were 
found justified by the Commission, the barge line petition said 
that under the interstate commerce act and the Denison act, 
it was recognized that for the barge-rail movement of tonnage 
it was necessary that a differential be prescribed under the 
all-rail rate in order to attract tonnage to the barge line as a 
participating carrier. It is further declared that in prior de- 
cisions the Commission has established a differential on what 
is known as the twenty per cent formula, and that to the 
extent that the Commission, in the decisions before mentioned, 
has found justified rail rates lower than barge-truck cost to 
interior points, it has not given effect or consideration to the 
full damage and detriment that would accrue to the barge line 
movement on this or any other tonnage, and that to that 
extent it has not indicated the full detriment and the damage 
that will accrue to the barge line by the rail rates here found 
justified. 

To show the court what it thinks is the policy of Congress 
with regard to transportation by water, the barge line quotes 
section 500 of the transportation act of 1920. The barge line 
then says: 

And your petitioner, therefore, states that the Commission in its 
decision has entirely failed and refused to give effect to this mandate 
of Congress, a positive and direct statement of legislative discre- 
tion under a valid enactment as to the Commission’s duties and re- 
sponsibilities, and your petitioner further states that in the particu- 
lars above set forth the decision of the Commission for all practical 
purposes admits and recognizes that the effect of the rates justified 
therein specifically set forth will deny to water transportation its 


continuation as a profitable operation, and denies the mandate that 
water transportation be fostered and preserved in full vigor. 


RAILROAD EARNINGS 


Class I railroads in June had a net railway operating in- 
come of $59,453,185 as compared with $12,299,666 in June last 
year, and in the six months ended with June, $152,903,213, as 
compared with $109,612,839 in the corresponding period of last 
year, according to the Bureau of Railway Economics. The in- 
come in June was at the annual rate of return of 2.81 per cent 
on the property investment as compared with 0.51 per cent in 
June last year, and in the six months, 1.40 per cent as compared 
with 1 per cent in the 1932 period. 

In its statement setting forth compilations from carrier re- 
ports the bureau said: 


Property investment is the value of road and equipment as 
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shown by the books of the railways, including materials, supplies and 
cash. The net railway operating income is what is left after the 
payment of operating expenses, taxes and equipment rentals but 
before interest and other fixed charges are paid. 

This compilation as to earnings for the first six months of 1933 
is based on reports from 150 Class I railroads representinga total 
of 241,195 miles. 

Gross operating revenues for the first six months of 1933 totaled 
$1,415,222,961 compared with $1,583,370,738 for the same period in 
1932, a decrease of 10.6 per cent. Operating expenses for the first 
six months of 1933 amounted to $1,068,940,604 compared with $1,266,- 
884,648 for the same period in 1932, a decrease of 15.6 per cent. 

Class I raliroads in the first six months of 1933 paid $133,629,360 
in taxes compared with $146,136,551 for the same period in 1932, a 
decrease of 8.6 per cent. For the month of June alone, the tax bill 
of the Class I railroads amounted to $23,088,684, a decrease of $827,436 
under June, 1932. 

Fifty-two class I railroads failed to earn 
in the first six months of 1933, of which 11 were 
9 in the Southern and 32 in the Western district. 

Gross operating revenues for the month of June amounted to 
$278,311,079 compared with $243,545,252 in June, 1932, an increase of 
14.3 per cent. Operating expenses in June totaled $185,324,570 com- 
pared with $197,295,766 in the same month in 1932, a decrease of 6.1 
per cent. 


expenses and taxes 
in the Eastern, 


Eastern District 


Class I railroads in the Eastern district for the first six months in 
1933 had a net railway operating income of $105,281,848 which was 
at the annual rate of return of 1.90 per cent on their property in- 
vestment. For the same period in 1932, their net railway operating 
income was $93,209,816, or 1.69 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Eastern dis- 
trict for the first six months of 1933 totaled $723,464,081, a decrease of 
12 per cent below the corresponding period in 1932, while operating 
expenses totaled $528,622,840, a decrease of 16.8 per cent under the 
same period in 1932. 

Class I railroads in the Eastern 
had a net railway operating income 
$12,175,653 in May, 1932. 


district for the month of June 
of $32,975,913 compared with 


Southern District 


Class I railroads in the Southern district for the first six months 
of 1933 had a net railway operating income of $26,048,280, which was 
at the annual rate of return of 1.61 per cent on their property invest- 
ment. For the same period in 1932, their net railway operating 
income amounted to $7,501,748, which was at the annual rate of return 
of 0.46 per cent on their property investment. Gross operating rev- 
enues of the Class I railroads in the Southern district for the first 
six months in 1933 amounted to $190,417,177, a decrease of 4.2 per 
cent under the same period in 1932, while operating expenses totaled 
$142,319,949, a decrease of 15.1 per cent. 

Class I railroads in the Southern district for the month of 
June had a net railway operating income of $6,651,980 compared with 
an operating deficit of $1,398,641 in June, 1932. 


Western District 


Class I railroads in the Western district for the first six months 
in 1933 had a net railway operating income of $21,573,085, which was 
at the annual rate of return of 0.57 per cent on their property in- 
vestment. For the same six months in 1932, the railroads in that 
district had a net railway operating income of $8,901,275, which was 
at the annual rate of return of $0.23 per cent on their property in- 
vestment. Gross operating revenues of the Class I railroads in the 
Western district for the first six months’ period in 1933 amounted to 
$501,341,703, a decrease of 10.9 per cent under the same period in 
1932, while operating expenses totaled $402,997,815, a decresae of 14.2 
per cent compared with the same period in 1932. 

For the month of June alone, the Class I railroads in the Western 
district reported a net railway operating income of $19,825,292. The 
same roads in June, 1932, had a net railway operating income of 
$1,522,654. 

Class | Railroads—United States 


Month of June 
1933 
$278,311,079 


Per cent 
14.3 
D6.1 
D3.5 
12,299,666 383.4 
81.01 oe 


Total operating revenues........... 
Total operating expenses........... 
Taxes 

Net railway operating income 
Operating ratio—percent 

Rate of return on property 


investment 0.58% 


Six months ended June 30 


1933 1932 Per cent 

Total operating revenues......... $1,415,222,961 $1,583,370,738 D10.6 
Total operating expenses........ 1,068,940,604- 1,266,884,648 D15.6 
Taxes 133,629,360 146,136,551 D8.6 
Net railway operating income... 152,903,213 109,612,839 39.5 
Operating ratio—per cent 66.59 81.01 
Rate of return on property 

investment 1.40% 1.00% 


D—decrease. 


PACKAGING EXHIBITION 


The packaging exhibition of the Container Corporation of 
America, in the Foods Building at A Century of Progress, Chi- 
cago, is attracting many visitors from widely varying lines of 
business. The reason may be the far-reaching influence of 
packages, cartons, and containers on commodities of almost 
every type. It is estimated that $265,000,000 is spent annually 
in this country for corrugated and solid fibre containers, fold- 
ing packages, and Set-up cartons, and that 15,500,000,000 of 
them are used annually. 

Probably this is the first time at a general exhibition of 
this kind that such a wide range of packages has been shown 
and the story of the manufacture of a container has been told 
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so completely. Large murals graphically tell how rigiq 
cylinder-formed linerboard and the shipping container are pro 
duced. 

The exhibition includes folding cartons and display ¢p. 
tainers, set-up boxes, colorful with modern type and designs 
boxboard of many grades, finishes, and colors, and the larger 
corrugated and solid fibre shipping cases. While the latter 
are constructed primarily for efficiency, they also carry many 
attractive and colorful printed effects. Some of the specigj 
types of containers include a new development—a wood-cleated, 


Container Corporation Exhibit at Century of Progress. 


solid fibre case for transportation of heavy products—the “Fold. 
Pak.” 

The booth includes the packing specialties offered by the 
Pioneer Paper Stock Company, the packing materials division 
of Container Corporation. Some of the packing specialties are 
‘““Wavewrap,” a corrugated medium for wrapping all manner of 
products, and ‘“Myracol,” paper excelsior in many colors and 
types. 


SEATRAIN COMPLAINT 


In docket No. 108, Seatrain Lines, Inc., vs. Royal Mail Lines, 
Ltd., et al., Seatrain Lines has complained to the Shipping 
Board against the refusal of the Association of West India 
Trans-Atlantic Steamship Lines, to admit it to become an 
affiliated member of the association. The complaint says the 
association holds out to shippers an arrangement whereby pro- 
vided the shippers undertake to make no shipments to Havana, 
Cuba, except in connection with lines members of the asso- 
ciation or affiliated thereto for a given period of six months, 
the association will after the end of the period allow a rebate 
of 10 per cent to such shippers, that being a deferred rebate 
as defined in section 14 of the shipping act of 1916. 

Seatrain alleges that it has been subjected to loss in busi- 
ness because its lack of membership in the association would 
subject shippers in connection with Seatrain Lines to the loss 
of deferred rebates paid by the association or its member lines 
to shippers who confined their shipments to members and 
affiliated lines. 

The complaint alleges that the respondents by reason of 
their membership in the association are parties to a combination 
agreement or understanding, express or implied, which involves, 
with respect to transportation of property between foreign 
ports, deferred rebates, and that they have excluded and are 
continuing to exclude from admission upon equal terms the com- 
plainant a common carrier, a citizen of the United States, and 
that the participation of respondents in the combination agree- 
ment or understanding places them within the provisions of 
subsection 2 of section 14-A of the shipping act. The com- 
plainant asks the Shipping Board if it shall find that the re- 
spondents are parties to the combination to certify that fact 
to the Secretary of Commerce as provided in section 14-A. 


LITIGATION SETTLED 


Roger D. Lapham, president of the American-Hawaiian 
Steamship Company and the Williams Steamship Corporation, 
announces that, as of July 31, the litigation in which the Wil 
liams Steamship Corporation has been involved in the last 
several months has been terminated. “All legal differences have 
been settled on a basis satisfactory to all of the parties con 
cerned and, under the ownership of American-Hawaiian, the 
Williams Line will continue to provide regular fortnightly sail: 
ings between Pacific coast and south Atlantic ports, with east 
bound service to the ports of Puerto Rico.” 
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INTERCOASTAL RATE ACTION 


The Trafic World Washington Bureau 


HE Shipping Board, as a result of its inquiries into the in- 

tercoastal rate situation, has called on the lines operating 
in the intercoastal trade to furnish tonnage and rate data for 
June and July, 1932, and April, May and June and up to July 
15, 1933, in accordance with suggestions made by representa- 
tives of the Calmar and Shepard lines at the hearing held by 
the board last week. 

From the data sought, it is understood, it is intended to 
establish whether the lines accused of producing the situation 
under investigation had obtained an unfair share of the traffic 
due to the level of their rates as compared with the rates of 
their competitors. 

Suggestion has been made that if the board is not able 
to obtain the results it wishes in this situation, the national 
industrial recovery act may be invoked to bring about applica- 
tion to the intercoastal ships of a code of fair practices. A 
hint in that direction was thrown out by Chairman Cone at the 
hearing before the board when he said that the power of the 
government to deal with the situation might not have been ex- 
hausted when the board had reached the limit of its powers 
under the intercoastal shipping act. 

The understanding at the offices of the board was that un- 
til the information asked for from the intercoastal lines had 
been received the board would defer action. 


TRANSFER OF SHIPPING BOARD 
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} are The Traffic World Washington Bureau 

T of Notwithstanding hopes of steamship interests that the 

and duties of the Shipping Board and Fleet Corporation might not 
be transferred to the Department of Commerce, August 10, 
under the executive order issued by President Roosevelt some 
time ago, it was, definitely ascertained this week that the trans- 

nes, fer would take place. It had been believed that the President, 

ing in reviewing the situation, might at least postpone the transfer 

dia under the executive order. 

an Secretary Roper, of the Department of Commerce, said 


the August 2 that the functions of the Shipping Board and Merchant 


pro- Fleet Corporation would be transferred to his department 
ina, August 10 in such manner as not to disturb the operations of 
380- those agencies. The details of handling the duties of the two 
ths, agencies, which were abolished by the President’s executive 
ate order, have yet to be worked out, according to Mr. Roper. This 
ate problem is now being dealt with by a committee appointed by 
: him, consisting of Assistant Secretaries of Commerce John 
1SI- Dickinson and Ewing Y. Mitchell; South Trimble, Jr., solicitor 
ld of the Commerce Department; Malcolm Kerlin, administrative 
OSS assistant to Mr. Roper, and Dr. W. M. W. Splawn, who is also 
es a member of Secretary Roper’s transportation committee. 
nd For the present the personnel of the Shipping Board and 
Fleet Corporation will be transferred to the Department of 
of Commerce, and then adjustments may be made, according to 
on the secretary. 


’8, One of the questions that will have to be settled by the 


secretary’s committee, will be with reference to the regulatory 
re duties of the board under the shipping act of 1916 and the 
n- Intercoastal shipping act of 1933. An effort may be made to 
id set up within the department a regulatory unit that may operate 
as independently as possible. 

Elmer E. Crowley, president of the Fleet Corporation, and 

Samuel Goodacre, secretary of the board and corporation, will 
not go to the Department of Commerce, as they are leaving the 
organization. 
, The Shipping Board has 176 employes in Washington and 
34 in the field, while the Fleet Corporation has 263 employes 
Washington and 220 in the field, a grand total of 693 em- 
1 oyes. 


OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


Coordination of all ocean, river, harbor, canal, air and motor 
transportation companies in the United States as well as those 
engaged in warehousing and terminal operation is advocated by 
Joseph Scott, traffic executive and former general manager of 
the Transmarine Lines, who suggests that “N. I. R. A. Co- 
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ordinated Transportation Association” would be a good name 
for the organization. Mr. Scott, who has had thirty years’ 
experience in shipping and the railroad business, said that large 
economies could be made possible by the scheme through the 
elimination of all unfair and unnecessary competition among 
the various branches of transportation; elimination of the so- 
called “industrial carriers’; consolidation of all terminal, ware- 
house and lighterage operations, and the scrapping of obsolete 
and inefficient equipment and replacement with modern facilities. 
His plan contemplates the establishment of fair revenue for all 
services performed and elimination of free lighterage, storage, 
trucking, and similar practices; setting up of a system of com- 
bination through rates over rail and water lines and the estab- 
lishment of a flexible program for balancing transportation 
facilities with fluctuating movements of traffic. Another thing 
necessary, in his opinion, is the suspension of fourth section 
relief recently granted to the railroads on commodities moving 
between points served by rail, motor and water carriers, in view 
of the loss of traffic to the water and motor carriers and un- 
profitable returns to the railroads resulting from unduly low 
rates. 

The Merchants’ Association of New York has been informed 
that the government of the Netherlands now requires, in connec- 
tion with the quota system, certificates of origin for shipments 
for the following classes of merchandise: Porcelain, earthen- 
ware, tiles, all wearing apparel, all textiles and textile products, 
shoes, hosiery. 

The Netherlands Consulate in New York hag not yet been 
advised with respect to commercial organizations eligible to sign 
these documents, although a request has been made of the 
home government for recognition of the signature of the Mer- 
chants’ Association. In the meantime, the association is signing 
certificates when requested, and in one case was informed that a 
certificate signed by it was accepted without question by cus- 
toms authorities at the point of arrival. The association re- 
quires, before signing, as in connection with certificates for other 
countries, that an extra copy of the document be supplied for 
its permanent files. 


On request of the shipper the Consulate of the Netherlands 
will legalize the signature of the Merchants’ Association on 
these documents, the fee for this service varying with the rate 
of exchange, the present amount being $4.30. 

A fast express freight service between the Pacific Coast and 
Havana in both directions is announced by the Panama Pacific 
Line, starting with the sailing of the S.S. Pennsylvania from San 
Francisco July 29 and Los Angeles July 31. The running time 
will be thirteen days between San Francisco and Havana and 
eleven days between Los Angeles and Havana, 

Chartering of grain tonnage in the full cargo market 
dropped off to a virtual standstill last week, although the previ- 
ous week’s activity continued in the early part. Fluctuations 
in the price of grain were held to be responsible for the slack- 
ening in export business, and it is expected that the market 
will become active again if the price becomes stable. Other 
trades were likewise dull. 

The grain fixtures reported included another from Fort 
Churchill, 30,000 quarters to Antwerp-Rotterdam at 2s 6d with 
option for United Kingdom discharge at 2s 9d for August load- 
ing. An unusual fixture in the grain trade was reported from 
abroad, that of a 6,000-ton steamer to load rye at Rotterdam 
for Montreal at 6s 3d, f. i. o., for prompt loading. 

In addition to the usual West Indies and Canadian busi- 
ness, the time charter market furnished several charters in 
the intercoastal and long voyage trades. A 4,267-ton American 
vessel was engaged for two round trips in the intercoastal 
trade at 95c, delivery Gulf, for early August, and another of 
2,981 tons was taken for one round trip on private terms, 
delivery North Pacific. A Norwegian steamer of 1,881 tons 
secured a round trip in the New York-Mediterranean trade at 
about 85¢ for prompt loading. 

The transatlantic sugar market, for the first time in some 
weeks, was without a single fixture. The lumber trade was 
also at a standstill and coal fixtures were limited to small 
cargoes to West Indian and Canadian destinations. 


SHIPPING BOARD CASES 


The Shipping Board has adopted a resolution denying a 
petition filed by the Los Angeles Traffic Managers’ Conference 
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asking the board to suspend tariff rules carrying an assembling 
and distributing charge at Los Angeles Harbor and every rule 
pertaining to such charges at Los Angeles Harbor and Long 
Beach. The matters involved are under investigation in Docket 
No. 96. 

The board’s Bureau of Regulation and Traffic will hold a 
hearing August 17 at the Terminal Building, San Diego, Calif., 
in No. 106, Harbor Commission of the city of San Diego et al. 
vs. American Mail Line, Ltd., et al. 

Hearing will be held at San Francisco August 29-30 in 
No. 102, Armstrong Cork Co. et al. vs. American-Hawaiian 
Steamship Co. et al. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


U. S. North Atlantic/Malta Conference (211): Under the terms 
of the agreement Export Steamship Corporation and Cosulich Line 
undertake to cooperate in the maintenance of reasonable eastbound 
freight rates from United States North Atlantic ports to Malta. Such 
rates are to be uniform as between the lines and not unjustly dis- 
criminatory as between shippers or ports. The agreement is to con- 
tinue without right of withdrawal by either party until June 30, 1934. 
Thereafter either line may withdraw upon 90 days’ written notice to 
the other and to the board. Any carrier operating in the trade may 
become a member of the conference by agreeing to conform to the 
agreement and upon notice to the board. 

China, Japan, and Philippine Islands to Atlantic Coast: 2264— 
Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) with American-Ha- 
waiian Steamship Company: This arrangement covers through ship- 
ments from ports of call of Barber-Wilhelmsen Line in China, Japan, 
and Philippine Islands to United States Atlantic Coast ports of call 
of American-Hawaiian, with transhipment at Los Angeles Harbor or 
San Francisco. 

Agreement for use of warehouse space: 2314—Detroit and Cleve- 
land Navigation Company with National Carloading Corporation: 
This arrangement covers use by National Carloading Corporation of 
such space in the warehouses of the Detroit and Cleveland Naviga- 
tion Company at Cleveland, Buffalo, and Detroit as may be necessary 
to accommodate shipments tendered to the carrier by the forwarder 
and transported by the carrier for delivery to the forwarder. Use of 
space in the carrier’s warehouses is to be subject to the supervision 
and regulation of the carrier and is to be such as not to interfere 
with the use of the warehouses by the carrier in handling other ship- 
ments. The agreement is for the remainder of the season of naviga- 
tion for the year 1933 and may be terminated by either party upon 
15 days’ written notice. 

2326—Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) with Bull 
Insular Line, Ine.: This agreement provides for through shipments 
of all commodities, excepting toys, porcelain ware, earthenware, crock- 
ery ware, and chinaware, from ports of call of Barber-Wilhelmsen 
Line in China and Japan to ports of call of Bull Insular Line, Inc., 
in Puerto Rico and the Dominican Republic, with transhipment at 
New York. 

2410—Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) with Bull 
Insular Line, Inc.: This agreement provides for through shipments 
of porcelain ware, earthenware, crockery ware, and chinaware from 
ports of call of Barber-Wilhelmsen Line in Japan to ports of call of 
ne Insular Line, Inc., in Puerto Rico, with transhipment at New 

ork. 

Japan to Atlantic Coast: 2347—United Ocean Transport Company, 
Ltd., with Luckenbach Steamship Company, Inc.: Arrangement covers 
through shipments from Japan to United States Atlantic Coast ports 
of call of Luckenbach. 

Japan to Gulf: 2348—United Ocean Transport Company, Ltd., with 
Luckenbach Gulf Steamship Company, Ine.: Arrangement covers 
through shipments from Japan to United States ports of call of 
Luckenbach Gulf on the Gulf of Mexico. 

Atlantic and Gulf Ports to California: 2376—Calmar Steamship 
Corporation with Crowley Launch & Tugboat Company: This agree- 
ment covers through shipments from Atlantic and Gulf ports of the 
United States to Mare Island, California, with transhipment at San 
Francisco. This agreement is to supersede and cancel Agreement No. 
1045, approved by the board December 11, 1929. 

Japan to Atlantic Coast: 2456—United Ocean Transport Company, 
Ltd., with American Line Steamship Corporation: This agreement 
covers through shipments from Japanese ports of call of United Ocean 
Transport Company to New York, with transhipment at San Fran- 
cisco or Los Angeles Harbor. This agreement provides that it may 
be cancelled on 30 days’ notice by either party giving notice to the 
other and to the board. 


Agreements Modified 


Pacific Coast-European Conference: The memorandum records 
agreement between the member lines of the Pacific Coast European 
Conference ani the Canadian Transport Co., Ltd., whereby the latter 
agrees to maintain the rates, rules and regulations of the Pacific 
Coast European Conference and is to be permitted to participate in 
contracts between member lines of the conference and shippers. The 
Canadian Transport Co., Ltd., is not to have a vote on conference 
matters but its views in respect to proposed rate changes are to be 
obtained by consultation before such changes are voted upon by the 
conference lines. The agreement may be terminated by either the 
conference lines as a unit or by Canadian Transport Co., Ltd., upon 
15 days’ written notice to each other and to the board. 

1115-2—Williams Steamship Corporation with Oceanic and Oriental 
Navigation Company: Modifies agreement cavering through shipments 
from United States Atlantic Coast ports to Australia and New Zea- 
land, with transhipment at San Francisco. The purpose of this pro- 
posed modification is to reduce the minimum proportion of the 
through rates accruing to the transpacific carrier. 

2211-1-N. V. Stoomvaart Maatschappy ‘“Nederland,’’ N. V. Rot- 
terdamsche Lloyd, N. V. Nederlandsch-Amerikaansche Stoomvaart 
Maats, ‘“Holland-Amerika Lyn” and The Ocean Steam Ship Com- 
pany, Ltd., The China Mutual Steam Navigation Company, Ltd., and 
Nederland Stoomvaart Mij. ‘‘Ocean.”’ (Alfred Holt & Co. Managers): 
The agreement which is modified covers the joint service and pooling 
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of earnings of the Java-New York Line, a service between the Dute) 
East Indies and United States Atlantic and Gulf ports, which is com. 
posed of the above named lines (Agreement 2211). 

Paragraph 2 of the Pool Arrangement of such agreement Provides 
that the owner of a vessel which has effected a rosin sailing may 
retain a sum from the amount to be paid into the pool, as carriery 
allowance for deviation expense except when such sailing is made by 
a vessel proceeding up from the Gulf. 

The purpose of the proposed modification is to amend such parg. 
graph to provide that the owners of a vessel effecting a rosin Sailing 
before loading at New York may retain $1,500, from the amount ty 
be paid into the pool, as carriers’ allowance, except on vessels pro- 
ceeding up from the Gulf on which the owners may retain $600 as 
such allowance; and that the owners of a vessel effecting a rosin gail. 
ing after loading at New York for the Dutch East Indies may retain 
$1,250 as such allowance. The lines proposed, subject to the approvya| 
of the board, making such amendment effective as of January 1, 1933 

2329-1—Osaka Shosen Kaisha with The New York and Porto Rico 
Steamship Company: Modifies agreement covering through shipments 
of porcelain ware, crockery, and earthenware from Japan to Puerto 
Rico, via New York. The modification provides for the inclusion of 
toys in the agreement as a commodity to move on through bills of 
lading from Japan to Puerto Rico. 


Agreement Cancelled 


498-C—American-Hawaiian Steamship Company with American 
and Cuban Steamship Line, Inc.: Cancels Agreement No. 498, between 
American-Hawaiian Steamship Company and American and Cuban 
Steamship Lire, Inc., providing for shipments on through bills of 
lading from United States Pacific Coast to Cuba, with transhipment 
at New York. This agreement was approved by the board May 17, 
1927, and cancellation is now requested on account of withdrawal of 
American and Cuban Steamship Line’s service to Cuba. 


ECONOMIES IN HARBOR OPERATIONS 


(Railroad Data) 


A striking example of voluntary cooperation on the part of 
the railroads is contained in the report of the general commit- 
tee, eastern railroads, to the Eastern Presidents’ Conference. 
The committee’s accomplishments in unifying service, eliminat- 
ing competitive waste, and effecting other economies and im- 
provements in harbor operations in the metropolitan district of 
New York are summarized in the following report by D. T. 
Lawrence, general secretary of the committee: 


Under the previous method of operation, privately owned lighter- 
age companies specialized on handling for the railroads certain com- 
modities, such as sugar, pulpwood, hides, vegetable oils, lumber, grain 
and flour. It was customary also to make outside lighterage arrange- 
ments for unusually heavy lightering operations requiring derrick 
capacity over 75 tons. 

Under the cooperative plan worked out by the railroads, all of 
the lighterage work with minor exceptions will be handled by the 
railroads themselves, resulting in substantial savirfgs. 

Consolidation of Facilities—Substantial economies as well as im- 
proved service for shippers and receivers of merchandise freight 
have been effected by consolidation of. pier station facilities. This is 
in line with the railroads’ continuing progress toward greater uni- 
fication of services. 

The Baltimore and Ohio’s station facilities at Pier 21, East River, 
now accommodate the business formerly handled at the Pennsyl- 
vania’s Piers 22 and 25, East River. 

The operations formerly carried on by the Pensylvania at Pier 
2, North River, have been consolidated with Desbrosses Street Pier 
Station. Similarly, the New York Central was able to consolidate at 
Piers 34 and 35, East River, the business formerly conducted on Pier 
4, East River. At Wallabout, the Lehigh Valley and Baltimore and 
Ohio have arranged to consolidate their operations with the New 
York Central and Pennsylvania, and these two piers will be operated 
as a union freight station for all four railroads. 

Elimination of Trucking in Lieu of Lighterage—Due to competi- 
tive conditions over a period of years, the practice has grown up in 
New York Harbor of trucking in lieu of lighterage, although equip- 
ment was available for lighterage service. The committee’s studies 
showed that in many instances it would be more economical to lighter 
freight instead of trucking it, and the railroads, represented by the 
committee, have accordingly put into effect plans under which the 
practice of trucking in lieu of lighterage will be largely eliminated. 
The volume of tonnage involved enables the railroads to make sub- 
stantial savings. 

Consolidated Towing and Lighterage—The committee devised 
and put into effect about three months ago a plan for exchanging 
between the railroads operating in New York Harbor their towing 
and marine equipment in such a way as not only to accomplish im- 
mediate economies and improved operations, but also to open up 
great future possibilities of still further savings. As a result of this 
experience, the railroads have arranged to pool their equipment and 
completely unify the lighterage operations of the Harbor. 

In carrying out this plan, T. C. Mulligan has been appointed man- 
ager and has been given authority to take full charge of the com- 
bined lighterage operations of all the railroads. 

Elimination of Other Competitive Practices—The committee is 
actively studying all operations for the purpose of eliminating un- 
necessary or duplicate practices or establishing a uniform practice 
for all of the interested railroads. 

All of these major accomplishments and other results of minor 
importance have been achieved with a minimum delay due to the 
cooperative spirit and frankness with which the interested railroads 
have entered into the discussion and solution of their joint problems. 


The Merchants’ Association of New York, the Chamber of 
Commerce of the State of New York, the Brooklyn Chamber of 
Commerce, and the Chamber of Commerce of the Borough of 
Queens, have sent the following letter to every transportation 
company serving the Port of New York: 


On behalf of members of our respective organizations, who are 
directly affected, we are addressing this letter to you because we 
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are convinced that, with few exceptions, the rail and water trans- 

rtation lines serving this port have the power to correct an intoler- 
able situation at the freight terminals and piers, which imposes an 
unnecessary expense on the business community and is causing the 
diversion of freight from the port of New York. 

We refer to loading practices which are such that receivers of 
freight are required to employ labor they do not need; to pay for 
services Of loaders that are not wanted, or, when loading assistance 
js desired, to pay whatever the loaders demand—charges which are 
frequently exorbitant. This condition exists at no other Atlantic or 
Guif port and there is no justification for it. ; 

The transportation interests at this port control their terminals; 
no one can enter upon them unless he has business there; the load- 
ers, however, seem to have free access to them without being em- 
joyed by either the carriers or the receivers of freight. Without the 
acquiescence of the carriers they could not intervene between the 
consignees and their freight. 

Under the law, it is the duty of every carrier to place freight 
where the consignee may take it, but that obligation is not met 
when the carriers permit loaders, not in any sense parties to the 
contract, to inject themselves between the carrier and the consignee, 
before delivery can be made. : we 

As now practiced, loading is a gross and indefensible imposition 

on both distributors and consumers of commodities vital to the life 
of the community. It could not exist if transportation lines did not 
permit it. It can be stopped only by the transportation lines that 
serve the merchants of the port and control the terminals which 
hey use. 
: ‘That this condition can be corrected has been fully demonstrated. 
One steamship line in foreign service and one railroad serving the 
port have shown that they can control the situation and do the load- 
ing with their own help at a charge which is less than the present 
extortionate charges which public loaders demand, when receivers 
wish this service, and by permitting merchants to do their own load- 
ing if they so elect. The same thing can be done by all lines. 

The conditions complained of are not new. The practices of these 
loaders are of such common knowledge that details are not neces- 
sary. Overcharging and intimidation are not uncommon. Improve- 
ment can be brought about in only one way and that is by all car- 
riers employing the loaders and giving the receiver the option of do- 
ing the loading himself or letting the carriers do it on a regular tariff. 

This is not to be construed as a request to eliminate loaders. Such 
services are required by some merchants. What we do demand is 
that loading be controlled by those who control the freight terminals 
and the piers; that this service be not forced upon those who do not 
want it; that no independent agency be allowed the exclusive right 
to intervene between your company and your patrons, and that 
checkers be assigned to those merchants desiring to load their own 
trucks with their own employes as promptly as to those using your 
help. 

This procedure will in no way affect the labor situation. It is 
immaterial to the receivers what help you use, but it is imperative 
that immediate steps be taken, in the interest of the business of the 
port, to stop this practice which adds unnecessarily to terminal costs 
that are already too burdensome when compared with costs at other 
ports, 

We feel justified in asking you to take prompt action. The con- 
ditions we have outlined are indefensible and are driving business 
from this port. Consideration of the interests of yourselves and your 
patrons, aS well as the welfare of the whole port, demands that these 
conditions be rectified. The situation is critical and necessitates im- 
mediate attention by those lines at whose terminals these condi- 
tions exist. 

We therefore specifically request that you— 

1. Corract this condition complained of by taking control of 
loading at your terminals. 

2. Enforce fair and uniform charges to all patrons who require 
the services of loaders. 

3. Allow receivers of freight to load their own trucks with their 
own help. 

4. Permit no discrimination by your employes against consignees 
who do their own loading. 

_ An identical letter has been addressed to every transportation 
line serving this port, excepting those that have already taken ac- 
tion. The courtesy of an early reply will be appreciated. 


MARINE INSURANCE SURVEY 


Hull insurance premiums on American ocean-going mer- 
chant ships remained about the same in 1932 as in the preceding 
year but there was a drop of about $5,000,000 in premiums for 
other hulls, according to the annual Shipping Board survey of 
marine insurance written in the United Stataes. There was a 
decrease in cargo insurance premiums received by both Amer- 
ican and foreign admitted companies of approximately $5,500,000 
in 1932 as compared with 1931. 

Reports were received from 65 domestic and 24 foreign ad- 
mitted marine insurance companies. Premiums received by do- 
mestic companies amounted to $25,866,000 as compared with 
$36,126,000 for 1931 and by admitted foreign companies, 
$6,646,000 as compared with $7,011,000 for 1931. After allowing 
for reinsurance with non-admitted foreign insurance companies, 
the total net premiums received within the United States by all 
_— amounted to $28,910,000 as compared with $38,173,000 
in 1931. 


SHIP CANAL TRAFFIC GAINS 


Recent statistics on the movement of merchandise through 
the principal shipping canals of the world indicate that a mod- 
erate improvement has occurred in foreign trade, according to 
the transportation division, Commerce Department. A slight 
decline in Panama Canal figures is more than offset by in- 
creases in the Suez canal and Canadian canal traffic. 

Cargo traffic through the Panama Canal in the first five 
months of this year amounted to about 7,800,000 tons compared 
with nearly 8,000,000 tons in the corresponding period of last 
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year. In two months, March and April, there was a substantial 
increase, but the upward trend was reversed in the May period. 

Traffic through the Suez canal increased 13 per cent in May, 
when it amounted to 2,142,000 metric tons compared with about 
1,891,000 metric tons in May, 1932. 

The report indicated that while much of this gain was due 
to heavier shipments of mineral oils, there were substantial 
increases also in the tonnage of other leading commodities. 

Cargo traffic through the Welland Canadian ship canal in 
June amounted to 1,238,753 tons compared with 1,064,527 tons 
in June, 1932. Chief increases were made in the movement of 
soft coal and wheat. 

St. Lawrence canal cargo tonnage in June amounted to 
994,429 tons compared with 902,784 tons in June, 1932. Principal 
gains were in shipments of wheat and hard coal. 

Cargo traffic through the Sault Ste. Marie Canal amounted 
to 3,582,282 tons compared with 1,987,882 tons in June, 1932. 
Sharp increases were made in the shipments through the canal 
of wheat, iron, ore, flour and soft coal. 


SHIP LOAN APPROVED 


The Shipping Board has approved the application of North- 
land Transportation Company, a Washington state corporation, 
for a loan from the construction loan fund to aid in the con- 
struction of a new steel combination passenger and freight vessel 
at an estimated cost of $450,000. The vessel will be 231 ft. long, 
40 ft. wide, 2214 ft. deep, with estimated gross tonnage of 1800, 
and speed between 12 and 13 knots driven by Diesel engines. 
The vessel will also provide accommodations for passengers of 
approximately 100 first class and 25 steerage. Approximately 
34,000 feet of cold storage space will also be provided. The 
Northland Transportation Company is engaged as common car- 
rier in trade between Seattle and southeastern Alaskan ports 
and British Colombian ports. 

The loan approved by the board will be for three-fourths of 
the cost of construction, not to exceed $350,000. The vessel will 
be used to augment the present fleet and it is understood it will 
be constructed in a shipyard on the Pacific Coast, according 
to the board. 


U. S. SHIPYARDS INCREASE ACTIVITY 


Ship construction in American shipyards on July 1 showed 
an increase of 97 per cent over the previous months in gross 
tonnage of vessels under construction for American firms but 
was below a year ago, according to A. J. Tyrer, assistant direc- 
tor of the Department of Commerce’s bureau of navigation and 
steamboat inspection. 

The report shows that 60 vessels of 34,846 gross tons were 
under construction in June compared with 47 vessels of 17,671 
gross tons in May; 31 vessels of 11,536 gross tons in April, 
and 40 vessels of 14,236 gross tons in March, 1933. June figures 
were larger than for any month since December, 1932. 

The tonnage under construction this June included 3 sea- 
going steam and motor steel vessels of 1,000 gross tons or over, 
totaling 10,600 gross tons; 4 coastwise vessels from 100 to 999 
gross tons; 48 unrigged steel vessels of 100 gross or over for 
coastwise, harbor or river traffic, totaling 21,809 tons, and 5 
unrigged wood vessels of the same class, totaling 1,587 gross tons. 


IMPROVEMENT OF WATERWAYS 


The Roosevelt administration has committed itself to spend- 
ing millions of dollars in constructing a 9-foot channel in the 
upper Mississippi. It has been estimated that this project will 
cost around $124,000,000. The administration hopes to complete 
the work in two or three years and to provide sufficient funds 
in the present year to get the work well under way. The money 
is to be allotted from the public works fund. 

President Roosevelt has been urged by St. Lawrence water- 
way advocates to set aside $150,000,000 of the public works 
fund for use on that waterway in the event the St. Lawrence 
treaty is ratified at the next session. The administration, how- 
ever, it is understood, feels that Congress wished the money 
provided in the public works fund to be spent on projects 
already provided for. 

The War Department has announced approval of an allot- 
ment of $115,000 for bridges over the Dismal Swamp Canal 
section of the inland waterway from Norfolk, Va., to Beaufort 
Inlet, N. C. For operating and care of locks and dams of the 
Kanawha River, W. Va., for the fiscal year ending June. 30, 1934, 
an allotment of $213,500 has been approved. An allotment of 
$703,000 for operating and care of locks and dams 14-28, Ohio 
River, for this same fiscal year has been approved, as well as 
an allotment for similar purposes of $64,500 for the Kentucky 
River, Cincinnati district. 

Secretary Ickes, public works administrator, has announced 
allotment of $11,500,000 for the 9-foot channel project in the 
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upper Mississippi. This money, it is expected, will permit the 
work to get well under way this year. 


WATER CARRIER STATISTICS 


The government barge line had a net income of $470,141 in 
1932, according to a compilation of selected financial and op- 
erating data from the annual reports of carriers by water in 
the year ended December 31, 1932, made by the Commission’s 
Bureau of Statistics. In that year it had tax accruals of $393 
and an operating income of $523,588. 

The American Barge Line Co., Inc., in the same period had 
net income of $159,172, tax accruals of $8,947, and an operating 
income of $153,273. 

The Mississippi Valley Barge Line in that period had a 
deficit of $4,291 in its net income, tax accruals of $4,689 and its 
operating income was $16,405. 

The investment in real property and equipment of the gov- 
ernment barge line is shown as $23,524,787; other investments, 
$1,892,934; cash, $2,792,729; materials and supplies, $208,797; 
total working assets, $3,262,060; capital stock, $12,000,000; total 
working liabilities, $366,792; accrued depreciation, $3,467,023; 
total corporate surplus, $617,032; freight revenue, $5,853,401; 
operating revenues, $6,131,347; operating expenses, $5,607,366; 
number of employes, 3,384; compensation, $2,731,748; and tons 
carried, 1,572,869. 

The investment in real property and equipment of the Mis- 
sissippi Valley Barge Line is shown as $3,540,146; cash, $104,269; 
materials and supplies, $33,973; total working assets, $303,848; 
capital stock, $3,500,000; unmatured funded debt, $104,500; total 
working liabilities, $131,574; accrued depreciation, $460,480; 
total corporate surplus, a deficit of $385,417; freight revenue, 
$1,508,324; operating revenue, $1,535,747; operating expenses, 
$1,514,653; number of employes, 468; compensation, $417,393; 
and tons carried, 254,598. 

The American Barge Line Co., Inc., is shown as having an 
investment in real property and equipment of $2,058,412; other 
investment, $291,979; cash, $45,753; material and supplies, $9,439; 
total working assets, $228,598; capital stock, $1,908,600; total 
working liabilities, $37,055; accrued depreciation, $499,840; 
total corporate surplus, $279,871; freight revenue, $794,474; op- 
erating revenue, $829,858; operating expenses, $667,638; num- 
ber of employes, 116; compensation, $186,518; and tons carried, 
278,170. 

The compilation for water carriers of all groups in the 
United States, namely, Atlantic and Gulf Coasts, Great Lakes, 
Mississippi River and tributaries, and the Pacific Coast are 
shown as having an investment in real property and equipment 
of $190,950,920; other investments, $23,430,464; cash, $11,906,769; 
material and supplies, $1,589,024; total working assets, $32,- 
970,755; capital stock, $84,373,520; unmatured funded debt, $29,- 
336,202: total working liability, $18,925,334; acrcued depreciation, 
$79,114,437; total corporate surplus, $27,451,336; freight revenue, 
$55,823,835; passenger revenue, $18,389,801; operating revenues, 
$80,098,964; operating expenses $80,561,732; tax accruals, $1, 
232,680; operating income, a deficit of $1,720,526; net income, 
a deficit of $5,505,728; dividends declared, $2,458,025; number 
of employes, 34,442; compensation, $31,931,580; and tons carrier, 
14,884,446. 


NEW YORK CANAL HEARING 


The Trafic World Washington Bureau 


Views of New York interests and railroads serving the ter- 
ritory involved on the question of using federal funds to improve 
the Erie and Oswego canals were heard by the Board of Engi- 
neers for Rivers and Harbors July 31, 

Inquiry is being made into the New York state canal situa- 
tion at this time as the result of presentation by a joint legisla- 
tive committee of the state of New York of a resolution adopted 
by the state legislature requesting the federal government to 
make an allocation of federal moneys for the improvement of 
the Erie and Oswego canals under the provisions of the national 
industrial recovery act. 

A special board of army engineers reached the conclusion 
that it was advisable to improve that section of the Erie Canal 
from Waterford, N. Y., on the Hudson River, to the junction of 
the Erie Canal and the Oswego Canal at Three Rivers Point, 
and to improve the Oswego Canal from the junction at Three 
Rivers Point to Lake Ontario without taking title to such canals 
or their appurtenances. The improvements contemplated by the 
special board are deepening of the sections of the canal specified 
to 14 feet below normal pool levels between locks, widening of 
the canal progressively at bends and elsewhere, and increasing 
the minimum vertical clearances of bridges and other obstruc- 
tions to 20 feet at maximum navigable stage. The present esti- 
mated cost of the foregoing improvements is about $27,500,000, 
according to War Department engineers. 

The Board of Engineers for Rivers and Harbors last Febru- 
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ary announced it was not convinced of the advisability of the 
United States improving or contributing to the cost of improving 
the Erie and Oswego canals or any portion thereof withoy 
acquiring title thereto and noted that no request for such action 
had been received from the state of New York. Recently the 
joint legislative committee of the New York legislature requesteg 
a hearing. 

New York City interests are favorable to the proposed jm. 
provement, according to John P. Magill, of the Maritime Aggpo. 
ciation of the Port of New York. 

S. B. Botsford, executive vice-president of the Buffalo Cham. 
ber of Commerce, expressed the opinion that, in view of the 
uncertain state of affairs at this time with respect to the §¢. 
Lawrence waterway project, no commitments should be made 
with respect to the New York canal route. F. M. Renshay, 
traffic commissioner of the Buffalo Chamber of Commerce, said 
the chamber was in favor of a 14-foot channel all the way 
through. His position was that if the canals were to be im. 
proved, the improvements should be carried through to Buffalo, 

M. F. Bowen, of Buffalo, who long has advocated construc. 
tion of an all-American shipway from the lakes to the Hudson, 
submitted his views on such a project, but it was held that 
the board was not authorized to act on such a matter. 

Opposition to the proposal to use federal funds for improy- 
ing the New York canals was voiced by Clive C. Handy on 
behalf of the New York Central, of which he is general at. 
torney, and the Pennsylvania, Baltimore & Ohio, Erie, Dela- 
ware, Lackawanna & Western, Lehigh Valley and Chesapeake 
& Ohio. 

The railroads said there appeared to be an ample unused 
capacity in the New York barge canal to take care of prospec- 
tive increases of traffic for a considerable time. They also said 
the past records did not indicate a substantial anticipated in- 
crease in canal traffic. 

“Nevertheless,” they continued, “assuming in the remote 
future a volume of traffic double the amount handled in the year 
1932 or total ton miles of 1,840,000,000, the cost per ton mile 
arrived at by dividing this figure into the total annual charge 
shown above of $12,369,069 (total annual charge for the proposed 
improvement) produces a cost to the state per ton mile of 6.7 
mills. Adding the boatmen’s charge of 4.5 mills produces a total 
cost of 11.2 mills as compared to the aforementioned cost by rail 
of 8.3 mills per ton mile. ... 

“The extent to which this subsidized competition will make 
it harder for the railroads to survive may be illustrated by the 
traffic and revenue losses to the railroads on account of the 
movements via the barge canal and the possible increases in 
such revenue losses with the enlargement of the canal. 

“A study has been made of the major commodities moving 
via the New York State barge canal during the year 1932 be- 
tween the principal originating and destination points in east- 
ern territory which otherwise would have been available for 
rail haul. The rates which would apply via the railroad are 
used to estimate the gross revenue loss to the rail carriers by 
reason of the traffic moving via the canal. The actual total loss 
for 1932 to the railroads on the major commodities, aggregating 
2,592,200 tons, was $11,037,800. This represents 71 per cent of 
the total tonnage moving via the canal for the year 1932. Esti- 
mating the loss on the total tonnage proportionate to the loss 
on the major commodities would produce a loss to the railroads 
for the year 1932 of $15,500,000. Assuming that some time in 
the future the tonnage moving via the canal might be doubled, 
the estimated loss to the railroads per annum would be 
$31,000,000.” 


ITALIAN RAILWAY DELIVERY-CHECKING SYSTEM 


A combination parcel-delivery and parcel-checking service 
has been developed by the Italian State Railways for out-of- 
town shoppers who use the railroads, according to a report from 
Consul Homer Brent, Milan, made public by the Commerce 
Department. 

“Under this system, a shopper may have any article pur- 
chased in a store delivered to the check room of the local rail- 
way station,” says the department. “When departing from the 
city, the shopper presents his check stub and is given the 
parcels. A service fee of about five cents is charged for each 
purchase. 

“The delivery-checking system was developed so that shop- 
pers and workers who commute to the cities may do their 
shopping without being burdened with bundles until they are 
ready to leave the city. Present indications are that the new 
system will prove popular.” 


CARTAGENA ADDED TO GRACE LINE ROUTE 
The westbound route of the four new Grace liners has been 
extended to include Cartagena, Colombia, The Santa Lucia, 
leaving New York August 4, will follow the new itinerary, 
which covers Havana, Puerto Colombia and Cartagena in Co- 
lombia, Panama, El Salvador, Guatemala, Mexico, California, 
British Columbia, and Washington. 
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BUS OPERATORS’ CODE 


EMBERS of the National Association of Motor Bus Oper- 
iYI ators this week agreed on a code of fair competition for the 
motor bus industry for submission to the national recovery ad- 
ministration. 

The operators included in the code with some revision the 
language With respect to the bus-rail competitive situation con- 
tained in the tentative draft of the coke to which reference was 
made in The Traffic World of July 29, p. 186. 

The code fixes the minimum wage for the industry at $15 
a week except porters, cleaners, apprentice mechanics, appren- 
tice drivers and casual or part-time employes. As to hours of 
service the code provides: 


On and after the effective date of this code employers in the motor 
bus industry shall not operate on a schedule of hours of labor for their 
employes—except all supervisory employes, porters, watchmen, baggage 
checkers, and janitors—which will exceed (a) for clerical employes, ex- 
clusive of transportation service men, an average for the year of 40 
hours per week and (b) for maintenance employes and transportation 
service men an average for the year of 48 hours per week. 

In the adoption of the foregoing limitations in the schedule of hours 
of labor, it is recognized that passenger motor carrier transportation 
is a continuous public service requiring twenty-four hours per day 
operation seven days per week with flow of traffic reaching periodical 
peaks each day, week and season in the year; that its schedules are 
subject to interference by reason of road, weather, traffic and other 
emergency conditions; and that it is competitive with steam rail pas- 
senger transportation not operating under the provisions of the na- 
tional industrial recovery act; therefore, the additional extension of 
not to exceed six hours per week for any six months’ period above the 
maximum hours of labor for maintenance employes and trarsportation 
service men shall not be deemed to be a violation of the provisions of 
this section. 

The code provides that in order to make it effective and 
because of destructive rate or price cutting it is essential to 
license passenger motor carriers pursuant to section 4 (b) of 
the national industrial recovery act. It is, therefore, recom- 
mended that all existing passenger motor carriers be licensed 
y the Pro- 
vision is made for issuance of licenses to members of the associ- 
ation. Non-member carriers who accept provisions of the code 
within 30 days of the effective date of the code will obtain 
licenses. Thereafter no new licenses will be issued or exten- 
sion of licenses granted except upon a sufficient showing of 
public convenience and necessity as may be required for intra- 
state operation in the state or states where new service was 
proposed. Unlicensed carriers, under the recovery act, would 
be subject to penalties if they attempted to do business. 


Provision is made in the code for filing as a supplement 
to the code a schedule of tariffs applying between the principal 
towns and cities of the United States. Bus carriers would not 
collect a lesser passenger fare between specified points than 
that shown in the schedule of tariffs. The code provides that 
amendments or supplements to the schedule of tariffs may be 
filed from time to time. It is also provided there may be filed 
from time to time a schedule of rates and charges covering 
the transportation by passenger motor carriers of baggage, 
package, express and newspapers. 

; The code requires compliance with bond or insurance re- 
quirements of the states. 

Reservations as to maintenance of the “open shop” and 
employment of employes without reference to affiliation or non- 
affiliation with any labor organization are set forth. 


EXPORTS OF AUTOMOTIVE PRODUCTS 


Exports of all automotive products from the United States 
in June were valued at $7,213,132 compared with $6,809,301 in 
the corresponding month last year, according to the automotive 
division, Commerce Department. 

June exports showed an increase of $403,831, or 5.9 per 
cent, compared with June of last year, and 6 per cent less than 
the May, 1933, exports valued at $7,728,003. . 

The report stated that the usual seasonal decline was small 
when compared with the 24 per cent reduction which occurred in 
June, 1932, in relation to the total for May, 1932. 

Combined shipments of passenger cars and trucks for June, 
1933, were 7,157 against 7,457 in May, a reduction of 4 per cent 
and entirely attributable to lowered exports of passenger cars 
which were off by 310 units and $78,769 in value. Trucks ex- 
Ports, however, were higher by 10 units and $2,912 in value. 
The combined figures for June were 66 per cent above the total 
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for the corresponding month of 1932, when the car and truck 
shipments amounted to 4,300 units. 

June exports of passenger cars alone numbered 4,715 units, 
valued at $2,409,451, as against 2,922 units, valued at $1,808,043 
in June of last year, and truck shipments were 2,442 units valued 
at $1,226,987 compared with 1,378 units having a valuation of 
$662,164. 

The three leading markets for passenger cars, Union of 
South Africa, Belgium, and Argentina, were unchanged from the 
previous month, although their requirements were reduced. 
Netherlands and Brazil were the next most important outlets, 
having advanced from thirteenth and nine positions, respectively, 
which they occupied in May. 

The overseas demand for all automotive products in the 
January-June period of the current year accounted for a total 
export valuation of $43,021,205, a gain of $9,855,823, or 29 per 
cent, over the closing half of 1932, but 12 per cent under the 
figure of $48,924,274 recorded in the first six months of last year. 


TRUCK OPERATORS’ CODE 

Officials of the American Highway Freight Association con- 
strue the letter sent by Malcolm Muir, deputy administrator 
of the national recovery administration, to Charles E. Cotterill, 
counsel for the truck organization, as to the submission of a 
code for truck operators, as “clearly intended to completely 
put at rest the effort which was made to drag the administra- 
tion into organization matters.” The material part of Deputy 
Muir’s letter to Mr. Cotterill was published in The Traffic World 
of July 29, p. 185-6. 

The letter sent to Roy F. Britton, director of the National 
Highway Users’ Conference, signed by Deputy Muir (published 
in The Traffic World of July 29, p. 185), it was contended, might 
be subject to the interpretation that the recovery administra- 
tion was trying to interfere with the organization and what 
was accomplished at the Chicago meeting July 11 and 12. 

“This again defeats an under-cover effort of persons not 
engaged in this industry to obtain control,” said J. L. Keeshin, 
president of the association, referring to the outcome of the 
episode created by the Muir letter to Mr. Britton. 


MISSOURI MOTOR LAW IS UPHELD 


The Missouri bus and truck statute of 1931 has been up- 
held by the Missouri Supreme Court. All the justices concurred, 
except Judge C. A. Leedy, who was not sitting. 

The decision maintains the legal right of the Missouri com- 
mission, the State Highway Commission, and the State High- 
way Patrol to enforce the law. 

The case was based on a decision by Judge Jerry Mulloy, 
of Division No. 2, St. Louis Circuit Court, granting an _ in- 
junction to the Purple Swan Lines, Inc., which had applied 
to the state commission for a permit to operate a passenger line 
over an irregular route. The injunction was issued before the 
commission had passed on the application. 

The decision of the Supreme Court nullifies the Mulloy in- 
junction and upholds the law and the powers of the enforcement 
agencies. 


PASSENGER FARE CUT PERMITTED 


The Commission, by refusing to suspend tariffs, permitted 
the Southern Railway system to put into effect coach fares on 
the basis of 1.5 cents a mile on that part of its system west of 
a line through Tryon and Lake Toxaway, N. C., Bristol, Tenn., 
and Atlanta, Ga., except between Louisville, Ky., and St. Louis, 
Mo., and between Atlanta, Ga., and Birmingham, Ala., effective 
from Aug. 1 to Sept. 30, the reduced basis being regarded as 
experimental. 

Protest and request for suspension was made by the Na- 
tional Association of Motor Bus Operators. It said that the fares 
on that basis were obviously non-compensatory. The bus asso- 
ciation also appealed to the national recovery administration 
for aid in its effort to have the tariff suspended, raising ques- 
tions as to the competitive relationship of rail and bus rates. 


REDUCED PASSENGER FARES 


Passenger fares in coaches and tourist cars were reduced 
to 2 cents a mile by the Great Northern, between all points on 
its line, effective August 1. The tariff setting out the new 
schedules carries no expiration date, like that appearing on 
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other tariffs providing for system reductions in basic passenger 
fares. The Great Northern reductions have been met by the 
other rail lines operating in the Pacific northwest between com- 
petitive points. Those lines include the Northern Pacific, 
Milwaukee, Soo Line and Chicago and Northwestern. 

So far as known, no new developments with respect to a 
reduction in the basic passenger fares throughout western ter- 
ritory have occurred recently. Final action on the part of 
the Western Association of Railway Executives on a proposal 
for a general reduction is understood to be expected in the 
immediate future. It is thought likely the association will not 
hold a meeting to act on the matter, however, until the de- 
cision of the Commission in the reduced rates case, docket 
26000, is announced. 


AUTOMOTIVE AND AERONAUTICS DIVISIONS MERGED 


The automotive division and the aeronautics trade division 
of the Bureau of Foreign and Domestic Commerce have been 
consolidated into one division, to be known as the automotive- 
aeronautics trade division, the Commerce Department has 
announced. 

“The consolidation of the two units have been due in part 
to greatly curtailed funds, and also to the fact that the work 
of the two unitis is so fundamentally similar that it is felt the 
merger involves no loss in essential services required by busi- 
ness,” said the department. “A. W. Childs, formerly chief of the 
automotive division, has been placed in charge of the new unit. 

“The automotive division was originally organized as a 
commodity unit in October, 1921, and the aeronautics trade divi- 
sion was established in July, 1929. 

“Since their inception the two divisions have been special- 
izing in their respective fields, and the same general type of 
service will be carried on under the new arrangement.” 


AIR TRAFFIC 


Scheduled air lines operating in continental United States 
carried 195,874 passengers the first six months of 1933, accord- 
ing to the aeronautics branch of the Department of Commerce. 

A comparison of the months of June in the two years shows 
an increase from 46,639 passengers carried in June, 1932, to 
54,023 in June, 1933. However, for the entire six months, 
January-June, 1933, passenger traffic showed a decrease under 
the total for January-June, 1932, when 217,588 passengers were 
carried. Other data for the six months’ periods show increases 
in 1933 over the corresponding period in 1932 with respect to 
express carried, miles flown and passenger miles flown. A 
passenger mile is the equivalent of one passenger flown one 
mile. The increase in total passenger miles, despite a reduc- 
tion for the six months in number of passengers carried, indi- 
cates that passengers made longer flights in 1933 than in 1932. 

Only domestic air line operations are included in this re- 
port. The domestic lines flew 22,904,511 miles, carried 650,875 
pounds of express and flew 64,382,359 passenger miles during 
the first six months of 1933. 


AIR TRANSPORT REGULATION 


All forced landings of interstate scheduled air passenger 
transport craft caused by mechanical troubles and bad weather 
hereafter will be reported to the aeronautics branch of the De- 
partment of Commerce and will be subjected to the same 
scrutiny that now is given to reports of accidents, according to 
Assistant Secretary of Commerce Ewing Y. Mitchell. 

“The information will enable the Department of Commerce 
to reduce further the number of accidents in scheduled air pas- 
senger operations by providing more comprehensive data with 
respect to conditions which might result in accidents,” said he. 
“In the past, air passenger lines have been requested to report 
only the number of forced landings due to mechanical trouble 
and bad weather without giving details. 

“Each mechanical forced landing is a potential accident 
which may result in serious injury and loss of life, as well as 
financial loss to the operator. The information obtained from 
these reports will be made available to the operators and man- 
ufacturers, without divulging names or places, for the purpose 
of assisting them in eliminating mechanical failures.” 

Eugene L. Vidal, director of air regulation, in explaining 
the details of the new procedure, said that Department of Com- 
merce air line inSpection would be segregated from other regu- 
latory functions to a greater extent than in the past. In this 
connection, he explained that present plans call for having 
Department of Commerce maintenance inspectors located at the 
air line maintenance bases. The air line inspectors will also be 
located at these bases and will work out from them. 

Two temporary assignments of officials have been made. 
George E. Gardner, formerly chief inspector, eastern division, 
will act as chief of airline inspection, while Luke Harris, at 
present supervisor of maintenance, will act as chief of airline 
maintenance inspection. Airline aeronautical inspectors through- 
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out the country will be responsible direct to the chief of airline 
inspection, while airline maintenance inspectors will report to 
the chief of airline maintenance. 

The report of mechanical failures, Mr. Vidal explaineg 
would list the airplane’s license number, the route which was 
being flown, the location of the forced landing (if the airplane 
is forced to return to the airport from which it departed, this 
is classed as a forced landing and is to be so reported); the 
nature of the trouble (airplane, engine or propeller); the type, 
serial number, total time flown, and time since last overhay| 
and last inspection of the component involved; the name of the 
mechanic who made the last inspection of the part that causeq 
the forced landing and a detailed description of the failure, jp. 
cluding a history of the part that failed. 

The report of bad weather forced landings, Mr. Vidal said, 
would include the following information: Operator’s name, the 
schedule number, point of departure and destination; time of 
leaving and time due at destination; place and time of forced 
landing; name of pilot, copilot and license number of aircraft; 
by whom the plane was dispatched and number of passengers 
aboard. 

“There is no desire to increase regulatory details,” said 
he. “The two forced landing report forms are simple, and, in 
fact, they are being required for the purpose of cooperating in 
the problems of decreasing maintenance and flying costs where 
equivalent safety factors can be maintained. 

“However, it is evident that the aircraft activities of 1933 
are far different from those of 1926, when the aeronautics 
branch was created, and in order to keep pace with the inter. 
state passenger carrying airlines, the aeronautics branch should 
be prepared to differentiate more so than formerly between 
private flying and scheduled air transportation.” 


NEW COMPLAINTS FILED 
No. ow + No. 18. Mary Baldwin College, Inc., Staunton, Va., vs. 


Unreasonable rates and charges, coal, points in W. Va. to 
Staunton, Va. Asks reparation. (R. L. Nellingar, practitioner, 
911 W. 27th St., Norfolk, Va.) 

. 26097. Brooks-Scanlon Corporation, Foley, Fla., vs. A. C. L. et al, 

Rates, sawdust, Donaldsonville, Ga., to Onarga, IIll., in viola- 
tion sections 1, 2 and 3. Shipments of sawdust were made before 
a rate of 32 cents was established and the complainant paid the 
lumber rate, later asking for refund of the difference. Asks rep- 
aration. (G. C. Dougherty, t. m., Foley, Fla.) 

i _— International Motor Co., New York, N. Y., vs. D. & H. et 
a 


Unreasonable rates, core and molding sand, Fox Point, and 
Wickford Jct., R. lL, and Elnora, N. Y., to New Brunswick, N. J. 
Asks rates and reparation. (Geo. W. Aubrey, atty., 605 Com- 
monwealth Bldg., Allentown, Pa.) 

. 26099. Buick Motor Co. et al., Flint, Mich., vs. Alton et al. 

Rates, passenger automobiles and parts, North Flint and Pon- 
tiac, Mich., to Salt Lake City, Utah., in violation section 1. Ask 
reparation. (John J. Esch and James A. Taylor, Transportation 
Bldg., Washington, D. C., and Calvin A. Campbell, Jr., General 
Motors Bldg., Detroit, Mich.) 

. 26099. Sub. No. 1. Pontiac Motor Co., Pontiac, Mich., vs. Alton 
et al. 

Rate, passenger automobiles, Pontiac, Mich., to Ogden, Utah, 
in violation section 1. Asks reparation. (John J. Esch, and James 
A. Taylor, Transportation Bldg., Washington, D. C., and Calvin 
A. Campbell, Jr., General Motors Bldg., Detroit, Mich.) 

. 26100. Burrus Mill & Elevator Co., Ft. Worth, Tex., vs. T. & P. 

Demurrage charges on wheat from points in Okla., Mo., and 
N. M., to Ft. Worth, Tex., in violation sections 1 and 6. Asks for 
an order canceling the undercharge bills rendered to complainant. 
(Ed. P. Byars, traffic counsel, 910 Commerce St., Ft. Worth, Tex.) 
" ly Lake Hardware Co., Salt Lake City, Utah, vs. A. & 
5. et al. 

Unreasonable rates and charges, iron and steel articles, points 
in Conn., Del., I.. Ind, Binn., XN. oR. N. J. BW. FT, 0. Pa. BR. i, 
Va., Vt., W. Va. and Wis. to points in Colo., Ida. and Utah. 
Ask rates and reparation. (Counsel, H. W. Prickett, Milton H. 
Love and Bert L. Penn., 411 Kearns Bldg., Salt Lake City, Utah.) 
. 26103. The Widell Co., Mankato, Minn., vs. C. B. & Q. et al. 

Rates in violation sections 1 and 4, second hand lumber, Man- 
kato, Minn., to Serena, Ill. Asks rates and reparation. (A , 
Morgan, T. M., 108 West 35th St., Minneapolis, Minn.) 

. 26104. The Light Grain & Milling Co., Liberal, Kan., vs, Beaver, 
Meade & Englewood R. R. et al. ; 

Unreasonable rates, grain and/or products thereof, points in 
Okla. to Liberal, Kan., milled or stored there, and reshipped to 
points in New Mexico. Asks cease and desist order and reparation. 
(W. E. Bush, practitioner, Liberal, Kan.) 

" _— Cleveland Shopping News, Cleveland, O., vs. Pennsylvania 
et al. 

Unreasonable rate and charges, paper-winding cores, return 
shipments, Cleveland, O., to Pejepscot Mills, Me. Asks repara- 
tion. (Leo Tessler, practitioner, 1148 Manor Ave., New York, 
N. ¥ 


= * 

F ve oe Lakes Steel Corp., Ecorse, Detroit, Mich., vs. D. T. 

I. et al. 

Unreasonable charges and unjustly deprived of an allowance 
under section 15 (13) of the act, with respect to moving cars from 
interchange tracks of defendants to unloading points within the 
confines of complainant’s plant and movement in the reverse di- 
rection. Asks reparation. (Harry D, Fenske, manager, transpor- 
tation department of complainant.) 

. 26107. Fretz-Moon Tube Co., East Butler, Buffalo & 
Susquehanna et al. 

Rates and charges in violation sections 4 and 6, iron or steel 
pipe, galvanized iron or steel pipe and iron or steel conduit pipe, 
East Butler, Pa., to Baltimore, Md., for reshipment via steamship 
to Pacific Coast. Asks cease and desist order and reparation. 
(D. J. Fox, treasurer of complainant.) 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 


Questions of Interest to Traffic Men 
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ABANDONMENT OF LINES 


Editor The Traffic World: 

The writer was somewhat interested in the article under 
the heading, “Abandonment of Lines,” on page 124 of the July 
92 Traffic World. We note your article contains information 
that the abandoning of these lines may be attributed chiefly 
to two causes—the rapid development of highway transporta- 
tion and the depression. Your article further states that, 
in many instances, this action has been a _ substitution of 
highway for railway service and that the depression is prob- 
ably only a minor cause in view of the fact that a temporary 
falling off in traffic would not be considered justification for 
abandonment. 

It is a fact that for rail service is being substituted high- 
way motor transportation. “Apparently there is a cause for 
this change.” 

While complimenting you on articles of this nature which 
appear in your Traffic World we might state that, if a wide- 
awake traffic man will read between the lines of such articles, 
the cause is, without question, a superior service. 

In closing, permit us to thank you for the opportunity of 
writing your company and for the space and fairness that 
you are according all forms of transportation in your articles. 

Minneapolis & St. Paul Truck Terminals, Inc. 
Jno. Benedict, Traffic Megr., 
Minneapolis, Minn., July 31, 1933. 





One need not read between the lines of such articles in the 
Traffic World as are referred to by Mr. Benedict to discover that 
we admit that the rapid development of highway transport, which is 
displacing rail transport to considerable extent, is due to superior 
service, if, in defining ‘‘superior service’’ we take into account the 
comparative cheapness of it and the fact that both the cheapness and 
some of the other features that make it ‘‘superior’’ are made possi- 
ble by the fact that the truckers are not hampered by regulation as 
the railroads are hampered and their roadway is furnished to them 
in part at the public expense, so that they operate at less cost than 
they could if there was equalization of and fairness in regulation of 
all kinds of transport. Of course, this does not deny the superiority; 
it only accounts for some aspects of it that are not inherent.—Editor 
The Traffic World. 


TRANSPORTATION COORDINATION 


Editor The Traffic World: 

Having studied the editorials of the Traffic World for 
more than ten years, I feel I must write a line of congratula- 
tion on the first editorial in your issue of July 1, entitled, “A 
Misnomer.” 

Coordination in regard to transportation has become, in 
recent years, a technical term expressing a relationship between 
rail, road, water, and air transport, and the sense of your 
editorial clearly draws attention to the undesirable chance in 
the use of this word when reference is made to railroad trans- 
portation only. 

The hope of railroad prosperity in all countries must in 
the future largely depend upon the manner in which their 
function dovetails into the whole transport organization. Rail- 
ways in Great Britain have long been transport concerns in the 
widest sense, collecting and delivering freight and parcels, which 
correspond to your “express” service, by road, operating short 
sea services by steamer, owning hotels, docks and, through 
force of circumstances during the 19th century, inland water- 
Ways, too. 

Signs are not wanting that Continental European railroad 
administrations are now following suit, as witness the new 
motor way scheme in Germany, while in the United States 
Many railroads are operating road vehicles and extending their 
Store door delivery service. 

: It is not for one so far away to comment upon the provi- 
sions of the Roosevelt transportation act, but your editorials on 
this subject remind the writer of the strong attitude adopted 
in your editorials some years ago on the Hoch-Smith resolution. 
The passage of time proved that your viewpoint was then an 
accurate forecast of the dangers to come and, indeed, the Traffic 
World forecast the situation long before most other interested 
Parties, whether shippers or railroads. 
It would not surprise transportation economists in Europe 
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if your present viewpoint does not equally prove an accurate 
forecast. 

This letter is too long, but it cannot be concluded without 
the comment that your first editorial of July 1 is, in the writer’s 
view, one of the shortest which has appeared in about a decade 
of the Traffic World, but equally it is the best among a great 
many good ones. 

You are quite at liberty to publish this letter, if you should 
think it worthy of printing. Your forward and fearless poliey 
must necessitate the reception of many critical letters, but 
there are others whose work lies in gaining a view of trans- 
portation problems throughout the world, but especially in the 
United States, who regard the Traffic World as an essential to 
attain that end. 

E. R. Sherrington, Secy., 
Railway Research Service. 
London, England, July 24, 1933. 


CLAIM PREVENTION 


Editor The Traffic World: 

Claim prevention seems to be in the condition of the nursing 
bottle story of the Panama Canal. Dr. Reed was sent by the 
American Medical Association to make an investigation of canal 
conditions. He found everything tied up in red tape and wrote 
the story of the nursing bottle worth thirty cents and purchasa- 
ble right across the street, but which took three days and a 
cost of $6.75 in time and salaries of government employes to 
get the bottle to the new baby in the hospital. Claim preven- 
tion, under present conditions, seems to be in the same fix. 
We are covered up with traditions, fetishes, and fears of some- 
thing hurting the traffic or sales departments of carriers. Con- 
tinuous perfect delivery and carriage of goods is the best pos- 
sible advertisement to a carrier. 

A shipper says: “I hold a clean receipt from a carrier. 
These goods are bought F. O. B. point of origin. The purchaser 
now owns them. I am not responsible for any loss or damage 
that may ensue.” Another shipper says: “These goods are 
bought F. O. B. destination. I route them as I see fit. If any 
loss or damage, we will be glad to help the consignee to make 
claim.” What good does that do? The shipper usually uses 
the poorest routing possible. The receiver only knows the rout- 
ing which brings in perfect goods without claims. 

The receiver says: “I have received lost or damaged goods. 
Someone has to pay me. I must recoup lost profits somewhere.” 
He seldom thinks of prevention as the remedy. He usually tries, 
at least, to make the carrier pay and complains to shippers, but 
does not recommend prevention as he should. 

The carrier says: “Here are lost or damaged goods. If 
the claim is properly made, has been properly investigated, is 
valid, we pay it.” Too many times he does not use proper 
means to prevent the next similar claim. 

The purchasing agent says: “Here are some lost or dam- 
aged goods.” He blames the carrier only or his traffic depart- 
ment. He does not seek a cure by means of prevention. 

The sales manager says: “Here is a disappointed customer 
complaining of our failure in delivery.” He blames the ship- 
ping department or traffic department. No one thinks of pre- 
vention, but only of censure and alibis. 

The traffic manager says: “We have many, claims of all 
kinds, but that is what my department is for—to make and col- 
lect claims. If I were to prevent them I would surely lose 
several employes, becoming unnecessary, and we cannot injure 
the department that way. The carrier also would lose many 
employes in claim departments if we made a specialty of pre- 
vention. That would be just too bad in these times.” 

The rail or steamship claim agent says: “We have many 
claims, all the fault mostly of shippers and dishonest receivers. 
If I prevent them with the cooperation of shippers, my depart- 
ment will disappear.” Well, why shouldn’t it? 

The railroad claim prevention man says: “The most im- 
portant thing I can do is to concentrate in meetings regard- 
ing containers, packaging, blame the shipper for everything, 
and especially for continually cheapening the cost and strength 
of protection of his containers. My traffic departments are 
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always blocking my efforts at prevention and my claim depart- 
ments are technically objecting to everything. I don’t seem to 
get anywhere. How I wish the shipper really understood what 
I am ready and willing to do for him if he would let me.” 

The business man says: “I can’t be bothered. I don’t 
understand what you mean by claim prevention. In our house 
sales are most important, proper purchase is next, and traffic 
management, with intelligent prevention activity, I can’t see 
as very important.” 

How to get all of these opinions together in an economic 
working system or plan in every house in America is the job. 
Perhaps a coordinator is the answer. 

The man who swings a red lantern on a dark road always 
gets attention. Shall we swing red lanterns? We are like 
the horsefly on the radiator of the automobile—bound to drill 
that hole but just riding along. 

There is a line in the Odyssey: “And again I aim at a new 
mark—a mark no man has hit before.” 

A simple suggestion. Every claim paper of a carrier should 
bear some reference to the value of prevention. The majority 
of carriers do not see the new era coming. Claim and preven- 
tion men should be separate men, each supreme in his action 
and authority, but cooperating. As time goes on there will 
be few claims but millions of claims prevented. The costs of 
prevention will be less than the present big expense in main- 
taining claim departments of all carriers. 

A prevention man of the carriers should ‘be able to think, 
talk, and act prevention only. A claim man should accumulate, 
investigate, and pay claims and turn the papers over to the 
prevention department of carriers and shippers for the elimina- 
tion of futures. 

The success of prevention depends on the efforts of. all 
advisory board committees in joint action to spread preven- 
tion literature, knowledge, methods, systems, to all shippers and 
receivers of the United States. 

Carlisle B. Pirie, Chairman, Claim Prevention Committee, 

Pacific Coast Advisory Board. 

Los Angeles, Calif., July 29, 1938. 


Work of the Traffic Man 


T is only when the industrial traffic man ventures into new 
fields of endeavor that his value in the general business 
“setup” becomes readily apparent, in the opinion of Leon F. 
Cross, general traffic manager of the 
Standard-Coosa Thatcher Company, 
Chattanooga, Tenn. The routine work 
of the traffic department is pretty much 
taken for granted, he says, and, though 
it is an essential part of the efficient 
functioning of any company doing a 
large volume of shipping, it is not likely 
to attract attention to itself. 

On the other hand, the ramifica- 
tions of transportation are so many and 
varied that there are few traffic depart- 
ments that can not find ways of ex- 
tending their usefulness and correspond- 
ingly increasing their departmental im- 
portance. 

The principal business of the Stand- 
ard-Coosa Thatcher Company is that of 
manufacturing mercerized yarns. It 
has plants at Rossville, Ga., and Pied- 
mont and Gadsden, Ala., besides the 
one at Chattanooga. In addition to its 
domestic business, it has a substantial 

export business in normal times. 

The continuing opportunity of the traffic manager to grow 
with his job is well illustrated by Mr. Cross’ account of the 
expansion of his own activities into the export field. Formerly, 
the responsibility of his department, on export shipments, ended 
with the delivery of the merchandise to an export forwarding 
company at the port of exportation. A casual remark by the 
head of the export department of his company led Mr. Cross 
into a study of the many complications of export shipping. The 
director of exports had made the observation that not one in a 
hundred shippers understood marine insurance. 

Stimulated by that remark, Mr. Cross began a study of 
marine insurance that ultimately resulted in a number of im- 
portant transportation economies for his company. Among 
other things, he says, it was discovered that the company’s 
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marine insurance covered the transportation of the export Ship. 
ments from the door of the factory to the door of the Consignee 
in the foreign field, and was really a part of domestic routing 
Further explaining that, he says: ; 

“Since part of the journey from our plant to the port of 
export involved, in many cases, the use of rail-and-water routes 
say from Chattanooga to New York, I studied the eastern cotto, 
goods tariff and found that there was a scale of rates lower 
than the regular rates we had been using. These rates did not 
carry marine insurance between ports, as from Norfolk to New 
York. Our marine insurance policy, however, covering the 
entire journey, gave us protection between the United States 
ports and allowing us to use the lower, uninsured rates from 
Chattanooga to the port.” 

As a next step in the unfolding of this transportation deteg. 
tive story, Mr. Cross found that marine insurance premiums were 
dependent on the classification of steamer lines. This led him 
into an investigation of the various conference groupings and 
regulations, which brought about the signing of several favorable 
conference contracts, with consequent reductions in the ocean 
freight rates. 

There were still further developments. His study of confer. 
ence groupings, regulations, etc., placed him in position to check 
bills of expense rendered by the forwarder. 

“Ocean freight rates, are generally named in cents a cubic 
foot, instead of cents a hundred pounds,” he says. “Adequately 
to serve the export sales department it is necessary to reduce 
the ocean freight rate to cents a net pound. This requires a 
knowledge of the space occupied by a given shipment, which 
may vary in terms of destination, as many countries have indi. 
vidual requirements as to packing. In some instances bales are 
indicated and in others boxes. Of there may be a limitation as 
to the gross weight of a single package. All of this must be 
considered in arriving at the cost of ocean transportation. 

“Purely as a matter of further defining the long trail down 
which my original curiosity led me, marine insurance premiums 
are also dependent on invoice value of goods, and may vary 
with the foreign destination. The detail of actual delivery of 
shipments to the ocean steamer is attended to by the export 
forwarder, but all these figures must be compiled in advance 
and given to the export sales department so that they may know 
just what it will cost to place the goods at destination. The 
department’s quotation to the foreign purchaser is based on this, 

“The traffic department specifies the type of packing to be 
used; from a schedule of sailing dates he must choose the vessel 
and port to which the goods are to be delivered, and advise as to 
the date the shipment must leave the mill to catch the steamer. 
There are, of course, many other details to be attended to in 
giving a complete service on the export business of the com- 
pany, so as to protect against loss.” 

Mr. Cross’ company also imports some merchandise. His 
study of export practices led to an economy in this connection. 
An examination of United States tariff duties and regulations 
led to the establishment of a private bonded warehouse, with a 
saving of interest charges on duties and securing of a rate of 
drawback on the exportations. By establishing the bonded ware- 
house imported goods could be stored without payment of duties 
until they were withdrawn for manufacturing purposes. The 
drawback, or refund of the duties, is obtained on that part of 
the imported goods that is again exported, on establishment of 
proof of the exportation. 

“The main thing is,” says Mr. Cross, “that a study of marine 
insurance led to enlarging the domestic traffic department to 
include the export field. It was then able to give the export 
sales department prompt and accurate information relative to 
any phase of export transportation, as well as secure many 
economies in shipping costs that were not possible before.” 


COMMON CARRIER STATISTICS 


The investment in road and equipment of steam railways in 
the United States as of December 31, 1932, totaled $26,091, 
310,739, according to the Commission’s preliminary abstract of 
statistics of common carriers for the year ended December 31, 
1932, made public by the Commission August 1. The investment 
by classes of companies was as follows: Class I, $25,530,382,749; 
Class II, $471,592,634; Class III, $89,335,356. The total as of 
December 31, 1931, for all classes was $26,094.898,545. 

The number of Class I railroad stockholders was 909,326, 
divided as follows: Eastern district, 467,027; southern district, 
97,998; western district, 344,301. 


EMERGENCY RAIL BOARD 


President Roosevelt has appointed Dr. L. W. Courtney, of 
Waco, Tex., Frank P. Douglass, of Oklahoma City, Okla., and 
Walter H. Hamilton, of New Haven, Conn., as members of the 
emergency board under the railway labor act to investigate 
and report on a dispute between the Louisiana, Arkansas & 
Texas Railway Co., and its brotherhood employes. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to an: — question relating to the law of interstate 
transportation of freight. trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


e 





ariff Interpretation—Extent to Which Commodity Rates Are 
Subject to Rule 34 of the Classification 


Virginia—Question: Where an article in the Consolidated 
Classification is subject to Rule 34, and .the commodity tariff 
carrying a commodity rate on the same article does not make 
specific reference to this rule, are the provisions of Rule 34 
applicable to a shipment which moves under the commodity 
rate carried in the commodity tariff which does not specifically 
mention Rule 34? 

If it is contended that such commodity rate is subject to 
Rule 34, on what weight should freight charges be assessed in 
the following situation: 

Carload minimum on the commodity is 30,000 pounds. A 
40 ft. car is ordered and furnished. The car is loaded to its 
cubical capacity, but it is possible to only load 25,600 pounds 
therein; 19,200 pounds is loaded in the idler. 

Under your interpretation of Rule 34, should freight charges 
on the article loaded in the first car be assessed at weight of 
25,600 or 30,000 pounds? 

We would appreciate your views respecting the above ques- 
tion. 

Answer: With respect to this question see the Commis- 
sion’s decisions in King-Hasse Furniture Co. vs. A. R. R. R. 
Co., 136 I. C. C. 41, and Paine Lumber Co. vs. Tennessee Central 
Ry. Co., 186 I. C. C. 559. 


Under the facts in King-Hasse Furniture Co. vs. A. A. R. R. 
Co., 136 I. C. C. 41, the tariff carried a j 








some ems. 


a & 
The Commission held, however, that these 
minimums were subject to the graduated scale of Rule 34 of 
the classification, apparently considering that the publication 
of flat commodity minima in the rate items was not a “pro- 


vision to the contrary.” In principle, we see no distinction 
between the clause on the title page “Governed, except as other- 
wise provided in the tariff, by the Southern Classification,” 
on the one hand, and “Unless provided to the contrary in rate 
items rates are subject to Rule 34 of the classification.” Jt is 


questionable, however, whether mmission would 
_Yar_as to hotd-ttat all flat minimum weights are subject to 
Rule 37 if the-tartfr is subject to the classification. 

If, under a proper interpretation ofr the tarit’ which carries 
the commodity rate, to which you refer, the minimum weight 
of 30,000 pounds is subject to Rule 34 of the Consolidated 
Classification, charges must, in our opinion, be asesssed on 
both of the cars on basis of the minimum weight of 30,000 
pounds. 


The Commission has condemned as unreasonable minimum 
weights in excess of the amounts which can be loaded in cars 
of the capacity furnished by the carrier or which govern under 
a sliding scale minimum rule. It appears that in the instant 
case the amount delivered to the carrier for transportation was 
in excess of the amount which could ordinarily have been loaded 
in a 40 ft. car, the minimum weight for which is 33,600 pounds, 
where the basic minimum is 30,000 pounds, under Rule 34. In 
the instant case the amount delivered to the carrier was 44,800 
pounds, and therefore a larger car, namely, a car 42 ft. 6 in. 
to 46 ft. 6 in. in length, for which the minimum weight is 42,600 
pounds, should have been ordered, the minimum weight for 
which, in accordance with Section 3 (b), of Rule 34, is not less 
than that for a car 50 ft. 6 in. in length. Orvis & Clinger, 167 
I. C. C. 259, 260. 

This, for the reason that in accordance with Section 7, of 
Rule 24, this rule is not applicable to freight the minimum 
weights for which are subject to Rule 34. 

If, under a proper interpretation of the tariff naming the 
commodity rate, the minimum weight of 30,000 pounds on the 
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article shipped is not subject to Rule 34, the application of 
Rule 24 to the shipment will depend upon whether or not the 
provisions thereof were complied with. Scudder vs. T. ¢ p 
Ry., 22 I. C. C. 60. See, also, with respect to the applicatig, 
of the less-than-carload rate on the portion loaded in the secon, 
car, the Commission’s decision in Owossa Mfg. Co. vs. Michigan 
Central Railroad Co., 147 I. C. C. 758, in which case the Cop. 
mission said: 

















The governing tariff prescribed a .minimum weight of 24,009 
pounds for a car of any size. Complainant ordered one 50-ft. ca, 
but two 36-ft. cars were furnished. Car M. P. 35400 was loaded with 
24,572 pounds and car M. C. 89899 with the remaining 10,984 pounds, 
Aggregate charges of $1,020.01 were collected at the joint rate of $9.1) 
and the actual weight of 24,572 pounds on the first car and the 
minimum of 24,000 pounds on the second. The carriers’ convenience 
rules hereinafter set forth did not apply in connection with this rate 
It is shown by affidavit of complainant’s checker, and not disputed 
by defendants, that the aggregate weight of 35,556 pounds could have 
been loaded in one 50-foot car. 

Complainant contends that charges on the second car should he 
computed at tke less-than-carload rate of $3.45 and actual weight 
and that the shipment was therefore overcharged. This contention js 
without merit. The record indicates that this portion of the ship. 
ment was tendered and moved as a caroad and no evidence was jn. 
troduced tending to show that the contents of the car were marked 
in accordance with the classification rules governing the markings 
of less-than-carload freight. The charges collected were applicable, 
Tariff Interpretation—Application of Rule 77 Determined by 


Scope of Tariff as Indicated on Title Page 


Georgia—Question: Agent Speiden’s Tariff 38-H, I. C. ¢, 
1337, on page 250, in Item 5975, publishes a rail and water rate 
applicable on chip board, carload, from,A to B. Reference to 
page 157, Item 1280, indicates that this rate is subject to Rule 
77 of Tariff Circular No. 20 for account of all lines as to inter. 
mediate points. The tariff in question under Item 810 pub 
lishes Rule 77. Effective October 10, 1930, Supplement 33 to 
Agent Speiden’s Tariff 38-H canceled Rule 77, and substituted 
therefor Rule 27. 

On shipments of chip board from A to C via the X Railway, 
may the 34 cent rate as published to B be applied, under the 
provisions of the intermediate rule, as published on and after 
October 10, 1930? 

Your answer to Alabama, as published on page 164 of the 
July 23, 1932, Traffic World, under the caption, “Tariff Inter- 
pretation—Application of Intermediate Rule—Determined by 
Scope of Tariff as Indicated on Title Page,” forces me to reach 
a tentative conclusion that intermediate application is not ap- 
plicable in the instant case due to the fact that Agent Speiden’s 
Tariff 38-H does ont name on its title page as a destination 
state, the state of North Carolina. 

From the several cases you cite to support your answer, is 
it a fact that the Commission when reaching such decision, 
had under consideration the present Rule 27 of Tariff Circular 
No. 20? Prior to October 10, 1930, in Agent Speiden’s Tariff 
38-H, the tariff had in effect an intermediate rule which would 
take care of intermediate application as so designated, as well 
as having in force the provisions of Rule 77. Under the pro- 
visions of Rule 77, prior to October 10, 1930, I see no reason 
why the rate on chip board from A to C could not have been 
reduced to 34 cents. If such could have been the case, coupled 
with the fact that Rule 27 is designed to accomplish the same 
result as did Rule 77, it would seem that your opinion is in 
error. To hold that the present intermediate rule in Agent 
Speiden’s Tariff 38-H may not be invoked at C due to the fact 
that the state in which C is located is not named on the title 
page of the tariff, does not eliminate the fact that a Fourth 
Section violation will result if a higher rate is charged to C 
than is charged to B. : 

If your position is correct, in the instant case the carrier 
could not protect the 34 cent rate under the present intermediate 
rule in the tariff, due to the non-application of the tariff in 
question in the state of North Carolina; that the charging of 
a higher rate to C than is charged to B resulting in a Fourth 
Section violation would not have weight in the application of 
the present intermediate rule; that the shipper would be forced 
to seek recourse through the Commission. 

In your answer to Alabama as above referred to, as well 
as other answers, according to my interpretation, you have not 
questioned the apparent Fourth Section violation that results 
from your construction. I would greatly appreciate your ad- 
vising me in detail concerning the application of the 34 cent 
rate on chip board from A to C. If you are of the opinion that 
the 34 cent rate is not applicable and the 13494 class rate must 
be applied, will you please advise concerning the apparent 
Fourth Section violation. 

Answer: We have been unable to locate,a decision of the 
Commission in which the Commission has interpreted the ap- 
plication of Rule 77, in so far as its application to facts simliar 
to those involved in Sinclair Oil & Gas Co. vs. M. & O. Ry. 
Co., 129 I. C. C. 281, and Cross-Bodine Lumber Co. vs. B. & 0. 
140 I. C. C. 411, is concerned, that is, where the point to which 
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YOUR 


O FOO, an old Chinese philosopher, 
sharpened his ancient knife on a 
smooth stone. His servant observed, “Mas- 
ter, good steel needs not such frequent 
sharpening”. With kindly voice, the aged 
philosopher replied: “The better the steel, 
the greater the use; and, so, the frequent 
sharpening”. 

The stamina of its personnel; the rug- 
gedness of its varied facilities and the 
efficiency of its services are the “good 
steel” of the Norfolk and Western Railway. 
The unity of these essential elements has 
produced Precision Transportation — the 
new railroad term for efficient operation. 
The “frequent sharpening” is the active, 
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TRAFFIC PROBLEMS 


constant contact with the railway’s patrons 
by its alert personnel; the unremitting care 
and upkeep of its properties, resulting in 
the keen edged service that satisfies ship- 
pers and receivers of freight throughout a 
vast region extending from the Atlantic 
Seaboard to the Midwest. 

As the good steel knife keeps bright 
and sharp through constant care and use, 
so are Norfolk and Western equipment, 
power and roadbed kept efficient through 
similar use and inspection. So, too, is the 
promise made to maintain the sharp edge 
of Precision Transportation, that it may cut 
through your traffic problems and prove its 
value to you. 


Norfolk and Western Freight Traffic Department representa- 
tives, at all great centers of production and distribution, will 
welcome an opportunity to discuss with you the manner in 
which the railway’s modern, varied services can “cut through” 


your traffic problems. 
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it ig sought to apply the rate to a more distant under Rule 77 
is located in a state which is not shown on the title page of 
the tariff or in the application thereof. 

In its decision in Handy Chocolate Co. vs. B. & O. R. Co., 
146 I. C. C. 213, the Commission stated that the publication of 
Rule 77 in a tariff was a holding out by the carriers interested 
of a promise to apply the more distant point rates to the inter- 
mediate points; that its effect was substantially the same as 
that of an intermediate rule. 

It is our opinion that the Commission would hold that the 
provisions of Rule 77 are subject to the same limitations as an 
intermediate rule in respect to the application thereof to a 
point located in a state which is not shown on the title page 
of the tariff or in its application. 

The fact that a fourth section violation results from the 
interpretation of a tariff in the above manner does not alter 
the fact that the tariff does not provide for a rate to point C. 
See Davis vs. The’ Portland Seed Co., 264 U. S. 403, 44 S. Ct. 
380, in which case the Court said: 


The statute requires rigid observation of the tariff, without re- 
gard to the inherent lawfulness of the rates specified. It commanded 
adherence to the published rate from Roswell; section 6 forbade any 
other charge. Observance of the lower rate from Pecos, put in with- 
out authorization, might have been forbidden, as pointed out in 
United States vs. Louisville & Nashville R. R. Co., supra; but it 
would be going too far to hold, as respondent insists, that the un- 
authorized publication established the lower rate as the maximum 
permissible charge from the intermediate point—the only rate there- 
from which could be demanded. 


Sale of Perishable Goods to \Prevent Deterioration 


Idaho.—Question: We are being sued by the X Railroad Co. 
in connection with a shipment of celery, details of the shipment 
being given below, and we would appreciate any information 
you would give us as to decisions of the courts or the Inter- 
state Commerce Commission that would have a bearing on 
our case. 

On September 27, 1930, we shipped from A, under standard 
refrigeration, a car of celery. September 30 the car was di- 
verted to B; October 2 the car was diverted to C; October 14 
the car was diverted to B; October 18 the car was diverted to 
E. On October 24 we received a wire from the freight claim 
agent of the destination carrier that the car was on hand un- 
delivered, and that unless disposition was furnished by 10:00 
A. M. Monday, October 27, they would sell to protect their 
charges. On the morning of October 27 we wired that we 
were handling the car of celery shipped by us. The celery was 
actually sold by the railroad on October 27 at private sale for 
$170, freight charges as computed by the carrier being $475.27, 
or a deficit of $305.27. 

Government inspection showed the celery U. S. No. 1, fresh, 
crisp, free from decay at time of loading and on final arrival 
at E the car was badly deteriorated. 

We call your attention to the fact that this car was sold 
by the carriers at private sale and Art. 903 of the Texas laws 
states that “should any perishable property remain unclaimed 
at its place of destination until in danger of depreciation it 
shall be the duty of the carrier to sell the same at public auc- 
tion, after giving five days’ notice of the time and place of 
sale . ” We believe under the terms of the bill of lading 
that carrier may sell at private or public auction, but in this 
particular case where the Texas law states specifically public 
sale, which would apply—the terms of the bill of lading or the 
Texas law? 


Can you cite us to any cases of a similar nature wherein 
the deficit rule has been applied? 

In view of the fact that we had on file with the originating 
carrier an indemnity bond covering freight on perishable ship- 
ments and car was sold without any release from us while we 
were still endeavoring to make disposition, we do not feel 
justified in paying the deficit. 

Answer: The applicable provisions of the Uniform Bill of 
Lading Contract Terms and Conditions, namely, paragraphs (c) 
and (d) of section 4 thereof, read as follows: 


(c) Where perishable property which has been transported here- 
under to destination has been refused by consignee or party entitled 
to receive it, or said consignee or party entitled to receive it shall 
fail to receive it promptly, the carrier may, in its discretion, to pre- 
vent deterioration or further deterioration, sell the same to the best 
advantage at private or public sale; provided, that if time serves for 
notification to the consignor or owner of the refusal of the property, 
such notification shall be given, in such manner as the exercise of 
due diligence requires, before the property is sold. 

(d) Where the procedure provided for in the two paragraphs last 
preceding is not possible, it is agreed that nothing contained in said 
paragraphs shall be construed to abridge the right of the carrier at 
its option to sell the property under such circumstances and in such 
manner aS may be authorized by law. 


The above provisions of the bill of lading reflect the law 
as set forth in statutory provisions of certain of the states and 
the decisions of the courts in a number of cases, to the effect 
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that a carrier may sell perishable goods where such sale jy 
comes necessary to prevent loss to the shipper or the owne 
subject to the qualification that, in the absence of a statute 
otherwise providing, it is the duty of the carrier to Notify 
the shipper of the selling of the goods where this is practicapj, 
See Leech vs. New York, etc., R. Co., 83 N. Y. S. 166; Merchanty 
& Miners’ Transportation Co. vs. Branch, 282 Fed. 494; Payn. 
Agent, vs. Roe, 122 Atl. 322; Emery & Co. vs. C. B. & Q, 1% 
N. W. 540; Astrup vs. Levy, 19 Fed. 536; A. G. S. R. Co. y 
McKenzie, 77 S. E. 647; Sauer vs. Lehigh Valley Railroad ( 
150 N. Y. S. 977. 

Prior to the incorporation of the above provisions in the 
Uniform Bill of Lading the sale of refused or unclaimed goods by 
a carrier for its freight charges was governed by the statute 
of the state in which the sale was made. The above quoted 
sections of the bill of lading presumably have the effect ¢ 
setting aside the statutes of the several states in so far as the 
sale of goods for freight charges is concerned. 

If, as in the instant case, the procedure provided for jp 
paragraphs (c) and (d) Section 4 of the Bill of Lading Contrag 
Terms and Conditions was followed by the carrier, there is, jf 
the bill of lading provisions govern the rights of the carrier, no 
liability on the part of the carrier, in so far as the sale of 
the goods for freight charges is concerned. 

We can locate no decisions of the courts in which this 
question has been at issue. 

If, however, the goods were at the time of arrival in q 
decayed condition, which decayed condition was the result of 
the carriers’ negligence and not through deterioration due to 
their inherent nature, the carrier is liable in damages for the 
difference between the value of the goods at the time of arrival, 
in the condition in which they were delivered, and the conditioy 
they would have arrived in had there been no negligence on the 
part of the carrier. 


Personal Notes 
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W. P. Ayers has been appointed general agent, Virginian 
Railway, at Roanoke, Va., succeeding E. H. Birchfield, who died. 
John A. Bazemore has been appointed traveling freight agent 
at Columbia, S. C., succeeding J. L. Mathis, promoted. 

J. H. Christy has been appointed assistant western traffic 
manager, D. L. & W., at Chicago. He has been general dairy 
agent, with headquarters there, since 1925. 

George C. Smith, general traffic manager, Missiuri-Kansas- 
Texas, has been promoted to assistant to the president, with 
headquarters in St. Louis. He will continue to devote a major 
portion of his time to traffic matters, according to the announce 
ment. The position of general traffic manager has been abol- 
ished. 

C. B. Irwin has been appointed commercial agent, Piedmont 
& Northern, at Gastonia, N. C. The position of general agent 
at Gastonia has been abolished. T. L. Teague has been ap 
pointed agent at Gastonia. 

A record of fifty-seven years of continuous employment with 
one railroad was achieved in July by J. R. Grimsley, general 
yardmaster of the Detroit, Toledo & Ironton, at Ironton, 0. 
He was seventy-two years old July 6. 

Edward Campbell has been appointed traffic manager, Bes 
semer & Lake Erie, with headquarters at Pittsburgh. R. $. 
Wolford has been appointed general freight agent at Pittsburgh, 
succeeding Mr. Campbell. 
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Digest of New Complaints 


The annual fall outing of the Central Ohio Traffic Club will 
be held at the Ashland Country Club, Ashland, O., September 12. 


A blind bogey golf tournament was held by the Traffic Club 
of Minneapolis at Westwood Hills August 4. Members of the 
Transportation Club of St. Paul were invited. Dinner was served 
in the evening. In response to an invitation from the Salvation 
Army the club will assist. in the provision of transportation for 
needy children and their mothers to Silver Lake August 5. 


The Traffic Club of Chicago will have a special luncheon in 
its club rooms at the Palmer House August 9, following which 
the members and their guests will attend a ball game betweél 
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the Chicago Cubs and the St. Louis Cardinals. Speakers at the 


luncheon will include a radio sports announcer and representa- 
tives of the ball teams. 


The Traffic Club of Newark will hold a golf outing at the 
Canoe Brook Country Club, Summit, N. J., August 10. The next 
regular meeting of the club will be at the Chamber of Commerce 
Building September 11, 


A “World’s Fair Outing” has been scheduled by the Junior 
Traffic Club of Chicago for August 10. The Travel and Transport 
Building and other exhibits will be visited following dinner. The 
club will hold its annual all-day golf outing at the Goghill Golf 
and Country Club August 31. Dinner will be served. 


The New Jersey Industrial Traffic League held its monthly 
meeting July 27 in the Steuben Club, Newark, N. J. Various 
traffic matters were discussed and opinions were interchanged 
concerning daily problems of the traffic man. The next meeting 
will be August 31. Samuel P. Beatty, president, presided. 


COORDINATION OF TRANSPORTATION 


(Continued from page 220) 
will be well spent and consistent with economy. I strongly urge 
that the railroads spend every available dollar in putting men back 
to work and in so doing their part in the drive they will, I believe, 
serve their own interests as well as those of the country. Further 
economies in operation, without impairment of service, must not 
ultimately be neglected, but the immediate need of the country is 
the return of men to work. I have every reason to believe that the 


railroad executives sympathize with this point of view and will co- 
operate, 


To the copy of the telegram, when given out by him, he 
added: 


In addition to the employes who have been restored to work, the 
railroads have also in a considerable number of instances increased 
the hours of employment of men already at work. 


ELECTRIC RAILWAY STATISTICS 
The Commission has issued a compilation of selected finan- 
cial and operating data from the annual reports of electric rail- 
ways for the year ended December 31, 1932, compiled by its 
Bureau of Statistics. The compilation shows 7,391 miles of 
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$258,027,310 investment in miscellaneous physical property; 
$170,782,710 in other investment; $11,181,359 in cash; $9,939,673 
in material and supplies; and total current assets of $47,709,199 

The compilation shows an unmatured funded debt of $59). 
208,704 and total current liabilities of $89,590,298. The accrued 
depreciation in road and equipment is shown as $66,974,878 ang 
in miscellaneous physical property, $14,000,752. The total] ¢op. 
porate surplus is shown as a deficit of $64,601,829. 

Freight revenue totaled $17,176,173; passenger revente 
totaled $47,135,956; and total operating revenues $70,865,505, 
total operating expenses were $66,845,307; operating income, 
$3,186,308, and net income a deficit of $9,542,385. 

Dividends declared amounted to $14,797,038. Employes num. 
bered at the close of the year 25,497 and their compensation was 
$36,571,833. 

‘ Total revenue passengers carried numbered 429,208,234, the 
total car mileage was 195,600,154 and the average fare derived 
from revenue passengers was $0.10982, with operating rey. 
enues by the car-mile of $0.36230 and operating expenses by the 
car-mile of $0.34174. 


RAIL WAGE STATISTICS 


Class I railroad employes in May received total compensa. 
tion of $113,505,929 as compared with $107,403,704 in the pre. 
ceding month and $128,942,231 in May, 1932, according to the 
monthly wage statistics statement issued by the Bureau of 
Statistics of the Commission. Though the total of employes re 
ported as of the middle of May was 938,406, in the course of 
the month 1,050,552 employes worked. 


The Traffic World may be found on sale at the following places: 
Chicago—The Traffic World, 418 South Market Street. 
Washington—Traffic Service Corporation, Mills Build. 

ing, 17th and Pennsylvania. 

The Traffic World may be read on the following trains: 
Great Northern Railroad—Empire Builder, Oriental 

Limited and Winnipeg Limited. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 








Container Corporation 


SHIPPING CASES 
RESIST CRUSHING 


EVERY SHIPPING OFFICIAL SHOULD READ THESE FACTS" 


Sturdy, cylinder-formed CONCORA linerboard for shipping 
cases of all types—provides rigidity that resists crushing— 


provides density that retards the weakening influence of 
moisture. 


The smooth surface of this board allows best printing, gives 
great resistance:to scuffing. 


Your shipments can be assured of PROTECTION against 
the shocks of handling and shipping with Container Cor- 
poration corrugated and solid fibre cartons. 


Preferred today by many leading shippers, freight handlers, 
wholesalers. Use Container Corporation Boxes for best 
results. Let our technical men cooperate with you. 


CONTAINER CORPORATION OF AMERICA 


CHICAGO NEW YORK DETROIT 
CINCINNATI ST. LOUIS CLEVELAND 
PITTSBURGH WABASH, MD. PHILADELPHIA 


MINNEAPOLIS 
SAN FRANCISCO 
ANDERSON, IND. 


NATICK, MASS. 
INDIANAPOLIS 
BRIDGEPORT, CONN. 
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Ease up the 
so Hl tightest place in 
vw fl the traffic department 


5,505; 
come, 
@ There never has been a traffic de- 


- Dum. — partment where the tariff files did not 
N Was Sigs. fill up and jam at times. The result is 

i files that are hard to take out, still 
4, the f harder to put back, files become torn 


rived and mussed—have to have new jackets. 
> Tev- 


y the @ Alll that inconvenience, loss of time 


and expense can be avoided. There is 
one file that you can fill 
to the absolute limit and 
yet, from which you can 


ensa- take tariffs and into which 
, pre. you can put tariffs as easily as 
> the in a half-filled drawer. That 
of file is the Automatic. The de- 
8 Te vice is patented and exclusive. 
se of Per filing inch the Automatic is 


the cheapest—and easiest to 
use—on the market. 








Samples Submitted on Request 


EDWARD KEOGH 
PRINTING COMPANY 


Tariff Printers and Planographers 
Keogh Building 
730-738 W. Van Buren Street 
CHICAGO, ILL. 


aces: @ Some day you will need files, so 
ret, write us now for complete information 
uild- on this most satisfactory tariff file—then 
you will be sure to have it when you 
need it. 
ental 
Traffic Dept. 
en } AUTOMATIC FILE & INDEX CO. 
~ 629 W. WASHINGTON BLVD. CHICAGO 
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More and more Traffic Department Executives are 
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- : the adjusted price levels. ; 
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The Traffic World 
NEW YORK TO OR FROM 


K NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA 
S. S. PENNSYLVANIA 


Itinerary: New York -Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates - 
Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 


Pennsylvania. Aug. 19 ; Sept. 30 California . . Aug. 12; Sept. 23 
California . . Sept. 2; Oct. 14 Virginia . .. Aug. 26; Oct. 7 





Virginia . . . Sept. 16; Oct. 28 Pennsylvania. Sept. 9; Oct. 21 
and fortnightly thereafter 
*from Los Angeles 2nd day following 


fonama facifie fine 


° ALL NEW STEAMERS * 


INTERNATIONAL MERCANTILE MARINE COMPANY 
Pier 61 North River, New York City Cleveland, 1000 Huron Road 
(West 23rd St.) Tel. CHelsea 3-6760 1 , New York City 
, 216 North Michigan Ave. Tel. Digby 4-5800 
Detreit, 1255 Washington Bivd. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
Pittsburgh, Arcade, Union Trust Bldg. Los Angeles, 548 8. Spring 8t. 
‘ Market St. San Diego, 1030 Fourth St. 





NO ROUTING PROBLEMS 
with Air Express.... 





> Pick up your phone, tell the nearest Railway Express Agent 
a shipment must reach the consignee in a hurry, and your job 
is as good as done. Experienced expressmen will see that 
the shipment goes safely and as fast as possible. Eighty-five 
principal cities are linked by the country’s leading airways, 
and fast supplemental rail service makes connections with 
23,000 other Railway Express Agency points. Prepaid, 
C.O.D. or collect—it’s all one to Air Express—and duplicate 


receipts establish both shipment and delivery beyond question. 


AIR EXPRESS 


DIVISION OF 


| RAILWAY EXPRESS AGENCY 


INCORPORATED 
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The Traffic World 


These Facilities 
Will Help You Solve Your 


BUFFALO 


Distri- 
bution 


Problem 


Modern 


Warehouses 


Lecated strategically in 
Buffalo; combined floor 
area, approximately half 
a million square feet; 
fre i ed; 
inside and outside rail 
sidings; dockage for 7 
lake boats; track capac- 
ity for 148 railread cars; 
one handling, boats to 
cars or trucks; on 
Lehigh Valley, Erie and 
D. L. & W. railroads, 
and with connectiens to 
all roads entering Buf- 
falo; ne extra switching 
charge; office, ware- 
heuse and factory space 
available; modern 

ipment throughout; 

types ef dry storage. 


FREIGHT TERMINAL AND WAREHOUSE CO. 
1504 Liberty Bank Building 


Thos. H. Hanrahan, Pres. 


IGURING closely, realizing 
that every penny saved in 
distribution cost adds to 

thin competitive profits, you can 
turn with confidence to this 
big, experienced warehousing 
and distribution organization 
for your service in the Buffalo 
area. Economies of time and 
money are assured you through 
superior facilities and expert- 
ness in using them. We furnish 
negotiable warehouse receipts, 
make necessary daily reports 
and furnishmonthly inventories 
without extra charge. Write for 
full particulars and rates. 


BUFFALO 


Buffalo, N. Y. 
John L. Keogh, Mgr. 
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Docket of the Commission 


Sallie 


NOTE—items in the Docket marked with an asterisk (*) hay 
been added since the last issue of The Traffic World. New assigns. 
ments now on the Commission’s docket of dates later than hers; 
shown will not bear asterisks when they do appear. Cancellation 
and postponements announced too late to show the change in thi 
Docket will be noted elsewhere. 


August 7—San Francisco, Calif.—Examiner Flynn: 
25732—-Sevier Commission Co. vs. S. P. & S. Ry. et al. 
25783—Holm Commission Co. et al. vs. S. P. Co. et al. 
August 7—Salt Lake City, Utah—Examiner Smith: 
Fourth Section Application No. 15000—Transcontinental Westboung 
Automobile Rates—Filed by Agents Toll, Jones and Curlett. 
August 8—Salt Lake City, Utah—Examiner Smith: 
25861—Bennion Gas & Oil Co. et al. vs. A. T. & S. F. Ry. et al, 
August 8—San Francisco, Calif.—Examiner Flynn: 
25694—Garden City Meat Co., Inc. vs. S. P. Co. et al. 
August 9—Salt Lake City, Utah—Examiner Smith: 
ee Wagon & Machine Co. et al. vs. B. & OR 
. et al, 
August 9—Parkersburg, W. Va.—Examiner Molster: 

Finance No. 9875—Application B. & O. R. R. et al. for a certificate 
of public convenience and necessity permitting abandonment of 
= x. Little Kanawha R. R. from Placid Station to Owensport, 

. Va 


August 10—San Francisco, Calif.—Examiner Flynn: 
25902—-D’Arrigo Bros. Co. vs. A. T. & S. F. Ry. et al. 
August 10—Salt Lake City, Utah.—Examiner Smith: 
25980 (and Sub. 1)—Idaho Grimm Alfalfa Seed Growers’ Assn, ys, 
A. & R. R. R. et al. 
August 10—Washington, D. C.—Examiner Woodrow: 
Valuation No. 1195—In re: Valuation of F. J. & G. R. R., Glovers- 
ville & Broadalbin R. R., and J. G. & Kingsboro Horse R. R. 
August 11—San Francisco, Calif.—Examiner Flynn: 
25756—C. Swanston & Son vs. Ft. W. & D. C. Ry. et al. 
Fourth Section Application No. 14703—filed by F. W. Gomph—Class 
o< commodity rates from and to Great Falls and Black Eagle, 
ont. 
August 14—Denver, Colo.—Examiner Smith: 
= Sub. 1—Amato & Sons, Inc., et al. vs. A. T. & SB 
y et al. 


August 14—San Francisco, Calif.—Examiner Flynn: 
25351 (and Sub. 1 and 2)—California Packing Corp. vs. A. T. &&. 
F. Ry. et al. 


August 15—Denver, Colo.—Examiner Smith: 
a Steel & Iron Works Co. et al vs. A. T. & S. F, Ry. 
et al. 
Fourth Section Application No. 14519—Livestock in Western district. 
—Filed by H. G. Toll, agent. 


August 15—Washington, D. C.—Examiner Kephart: 

Valuation No. 1187—In re: Tentative valuation of the properties 

of Indianapolis Union Ry. and Belt Railroad & Stock Yards Co. 
August 16—San Francisco, Calif.—Examiner Flynn: 

25556—State Terminal Co., Ltd., et al. vs. A. T. & S. F. Ry. et al. 
August 18—San Francisco, Calif.—Examiner Flynn: 

Fourth Section Application No. 15000—Filed by H. G. Toll, T. B. 
Jones, and W. S. Curlett, Agents—Transcontinental westbound au- 
tomobile rates. 

August 22—Dallas, Ore.—Public Utilities Commissioner of Oregon: 

Finance No. 9988—Application Southern Pacific Co. for permission 
to abandon part of its Monmouth branch in Polk County, Ore. 

August 29—Washington, D. C.—Examiner Smith: 
ourth Section Application No. 1 Filed by H. G. Toll, B. T. 
Jones and W. S. Curlett, Agents—Transcontinental westbound 
automobile rates. 

September 5—Lincoln, Neb.—Examiner Konigsberg: 

15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T. & 
S. F. Ry. (and cases grouped therewith) (further hearing). 

* 26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. T. & 
S. F. Ry. et al. 
September 6—Ashland, Ky.—Examiner Griffin: 
26080—North east Kentucky Coal Bureau vs. C. & O. Ry. 


September 6—Washington, D. C.—Examiner Disque: 
25812—American Highway Freight Association, Inc., vs. Railway Ex- 
press Agency, Inc. 
American Highway Freight Association, Inc., vs. Southeastern 
Express Co. et al. 


September 6—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 15207 filed by W. S. Curlett. 

September 6—Pittsburgh, Pa.—Examiner Witters: : 

* 1. & S. 3894—Limestone, dolomite—Ohio to Fairmont, W. Va. 

September 7—Milwaukee, Wis.—Examiner Worthington: 
25737—-Courteen Seed Co. vs. C. & N. W. Ry. et al. 
25832—Oneida Cedar & Lumber Co. vs. C. & N. W. Ry. et al. 

September 7—Pittsburgh, Pa.—Examiner Witters: 
25757—-Louis Caplan vs. Pa. R. R. 
25966—John F. Casey Co. et al. vs. Ga. R. R. & Banking Co 

operated as Ga. R. R. et al. 

September 7—Topeka, Kans.—Examiner Cheseldine: ! 
23434—W. A. L. Thompson Hardware Co. vs. A. T. & S. F. Ry. et n 
15841 and Sub. 1 to 19, incl—William Kelly Miling Co. vs. A. * 

& S. F. Ry. and cases grouped therewith (further hearing). 
September 7—Belleville, Kan.—Examiner Konigsberg: ’ 
* 26059 and Sub. 1.—L. C. Adams Mercantile Co. et al. vs. A. T: & 

S. F. Ry. et al. . 

September 8—Milwaukee, Wis.—Examiner Worthington: 
25838—Barlow & Seelig Manufacturing Co. vs. A. A. R. R 

September 8—Ashland, Ky.—Examiner Griffin: 

25954—-R. C. Poage Milling Co., Inc., vs. C. & O. Ry. et al. 
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MOOREMACK GULF LINES 


WEEKLY SAILINGS 


From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE 
and vice versa. 


from BALTIMORE to NEW ORLEANS and MOBILE direct of transhipment 
at PHILADELPHIA and vice verse. 


Between NEW ORLEANS and TAMPA 


MOORE and McCORMACK, Inc., Agents 
For rates and other information, epply to the nearest of these offices: 
































NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bidg. 

PHILADELPHIA, Bourse Bidg. DETROIT, Industriel Bank Bidg. 

BALTIMORE, Seaboard Bidg. CHICAGO, 503 Marquette Bidg. 

TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 

MOBILE, Mesher Bidg. PITTSBURGH, Oliver Bidg. 

BOSTON, Pier 40, Hoosec BATON ROUGE, 1758 Government St. 
Docks, Charlestown ST. LOUIS, Rallway Exchange Bidg. 





QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, Philadelphia, Norfolk, Baltimore 


and 


Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 
ALBANY=D & H Building CHICAGO—327 So. La Salle St. 
PHILADELPHIA—The Bourse PITTSBURGH—Gulf Buildin 
NORFOLK—111 E. Plume Street DETROIT—General Motors Bids. 
BALTIMORE—Keyser Building DAYTON, OHIO—18 Riverdale St, 
BOSTON—33 Broad Street EASTON, PA.—Drake Building 
—_ 
WAIT, | 
& “a Weekly Fast Express Service for 
9 4, . 
oN a Passengers and Freight 
a = TO AND FROM 
z > 






HAITI - JAMAICA 
















MILWAUKEE, DETROIT via the St. Lawrence River. 


Through Rates from Colombia and Haiti to Chicago. Trans-shipment through other lines. 


COLOMBIAN LINE 
17 Battery Place New York, N. Y. 


New York Terminal—Pier 8, New York Docks, Brooklyn, N.Y. | Chicago Terminal—North Piers 
——————————SSS=S——S—S——— 





SHIP THROUGH 


WILMINGION 


on the Delaware 
“The Port of Pow gual Service 


RK 
3 om 






We solicit specific inquiries relating to 
our facilities, our rates and terms. 


} Charles H. Gant, Manager 


WILMINGTON MARINE TERMINAL 
Wilmington Delaware 


or 5 93% rE 2 
8S. a, Traffic World nine 





‘* COLOMBIA- PANAMA 


77 Ae os Sail or ship on the new 10,000 ton ships 

**Colombia”’ or *‘Haiti,”’ or the popular 
All-Expense Cruises ‘‘Pastores.”? Weekly sailings. Refrig- 
11 to 18 DAYS $95 up erated cargo space for perishable goods. 


| Direct Freight Service between NEW YORK and CHICAGO, 













WHERE it’s wanted 
- «+ WHEN it’s 
wanted 

























If there’s one thing more than any other 
Fast that distinguishes “North Western” freight 
— service, it is this: The unusual effort put 
Service forth to see that every shipment, no matter 
to.n0d fom what its nature, reaches its destination 


and points in 
aT LINOIS when wanted. 
AN 


pe AEE To maintain a service of such high 
NEBRASKA efficiency we've spent millions in im- 
s pabors provements and developed a freight 


WYOMING 





personnel that is second to none. You'll 
appreciate both. 


For full information ask any 
C.& N.W. Ry. Representative 


SHIP AND TRAVEL VIA 





NorRTHWESTERN 


“the best of everything in the best of the west- RAILWAY 








Save Time 
on Shipments 


Between the Orient 
and United States 


The principle is simple. Remember... 

that SEATTLE is the nearest U. S. Por 
to Oriental markets. When your customers 
in the Far East or United States want mer- 
chandise “fas soon as possible,” ship VIA 
SEATTLE and the AMERICAN MAIL 
LINE. Hours, days and ofttimes weeks are 
saved in transit. 





An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules reg- 
ular as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. nll on the American Mail Line. 


For information, apply desk No. 6 


Be TE: OE. veces ccc 0eccesss New York 

1714 Dime Bank Bldg............. Detroit 

| rere Chicago 

Union Trust Bldg. Arcade....... Cleveland 
Generai Freight Office 

740 Stuart BANGING «2.000 ccccccvecs Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Pre ia tnd Aa ny 2 uc 
The Book Shop Bindery’ 


360-354 West Erie Street 





TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
Specialists 


713 Mills Bldg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
















Valuation 
Experts 


PF Peeseevssecssecassescsecccacvgceseceseecsevesssescseessns, 


FOR PROTECTION AGAINST 
SHIPPING DAMAGES—USE 


Kimpak 


REG.U.S. PAT. OFF. & OREIGN COUNTRIES 


Crepe Wadding 


Comes in rolls, sheets, pads to fit any 
need—uwurite for samples and prices. 
KIMBERLY-CLARK CORP. 


Address nearest sales office: 


8S. Michigan Ave., Chicago 122 E. 42nd St., New York City 
510 W. Sixth St., Los Angeles, Calif. 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petraleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Illinois) 


S izing in & 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES = 


1721 Morton Building 208 W. Washington St. = 
CHICAGO, ILL. 
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September 8—Salina, Kans.—Examiner Cheseldine: 
ee Chamber of Commerce et al. vs. A. T. & S. F. Ry 
et al. ied 
24560—Metz Packing Co. et al. vs. A. T. & S. F. Ry. et al. alld 
25792—Lindsborg Milling & Elevator Co., Inc., vs. M. P. R. R. et aj 
24021 and Sub. 1—Cultra Co. vs. A. T. & S. F. Ry. et al. : 
September 9—Akron, O.—Examiner Witters: 
25676—Robinson Clay Product Co. vs. B. & O. R. R. et al. 
September 9—Norton, Kans.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A, 7 
& S. F. Ry. and cases grouped therewith. (further hearing). 
* 26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. 
S. F. Ry. et al. 


September 11—Detroit, Mich.—Examiner Witters: 
25709—-Michigan Valve and Foundry Co. vs. Alton R.. R. et al, 


September 11—Louisville, Ky.—Examiner Griffin: 
25733—Emmart Packing Co., Inc., et al. vs. B. & O. R. R. et al, 
September 11—Minneapolis, Minn.—Examiner Worthington: 
25365—Yale Oil Corp. vs. C. BD & Q. R. R. 
26004—Chamber of Commerce of Fargo, N. D., et al. vs. A. C. & 
¥. By. et al. 
24402—-Farm Seed Association of North America et al. 
& S. F. Ry. et al. 
September 11—Wichita, Kans.—Examiner Cheseldine: 
25572—C. B. Team Mule Co. et al. vs. A. C. L. R. R. et al. 
September 11—Dodge City, Kans.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. 1, 
& S. F. Ry. (and cases grouped therewith) (further hearing). 
* 26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. T. & 
S. F. Ry. et al. 
September 12—Detroit, Mich.—Examiner Witters: 
25865—Ford Motor Co. vs. D. T. & I. R. R. et al. 
September 12—Minneapolis, Minn.—Examiner Worthington: 
23770—Elk River Concrete Products Co. et al. vs. C. M. St. P. & P, 
R. R. et al. (and cases grouped therewith). 
September 13—Minneapolis, Minn.—Examiner Worthington: 
25675—Booth & Olson, Inc., vs. C. M. St. P. & P. R. R. 


September 13—Coffeyville, Kans.—Examiner Cheseldine: 
25620—Rea-Patterson een Co. vs. St. L.-S. F. Ry. et al. 
25932 (and Sub. 1 to 4, incl.)—Rea-Patterson Milling Co. (Haz. W. 

Read, Jr., and C. O. Ross, Receivers) vs. A. T. & S. F, Ry. et al. 


September 13—Lansing, Mich.—Examiner Witters: 
25156 and Sub. 1—Basic Dolomite, Inc., et al. vs. A. A. R. R. et al, 


September 13—Wichita, Kans.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T. 
& S. F. Ry. (and cases grouped therewith) (further hearing). 
* 26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. T. & 
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vs. A, T, 







S. F. Ry. et al. 
September 14—Jackson, Tenn.—Examiner Griffin: 
— ane Sub. 1—Ashby Veneer & Lumber Co., Inc., vs. I. C. R. R. 
et al. 
25907—Ashby Veneer & Lumber Co., Inc., vs. D. & R. G. W. R. R. 


et al. 
25914—-Ashby Veneer & Lumber Co., Inc., vs. S. P. Co. 
September 14—Minneapolis, Minn.—Examiner Worthington: 
25736—Minneapolis Seed Co. vs. G. N. Ry. ° 
September 15—Tulsa, Okla.—Examiner Cheseldine: 
25706—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 
25412—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 


September 15—Minneapolis, Minn.—Examiner Worthington: 
25860—Compo Board Co. vs. Alton R. R. et al. 











In CHICAGO 


SO 





TERMINAL, 
WAREHOUSES « 


i 
. ” : \d 
Close to ‘*Loop.”’ Office and warehuuse spzce for \e 
lease. Merchandise storage. Pool cars distributed. 
Tunnel,. water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 
















You may obtain all the advantages of 


Branch House Service 


By using the facilities at the 
disposal of all customers of 


KEDNEY WAREHOUSE Co. 


at surprisingly reasonable cost. 





Pe 
Se 






St. Paul 
Minn. 


Minneapolis 
Minn. 


Grand Forks 
N. D. 










